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Train Accidents in April. 


The following accidents to trains are included in our record 
for the month of April : 


COLLISIONS. 
REAR, 


Ist, a. m., freight on Hannibal & St. Joseph ran into pre- 
ceding freight at Monroe, Mo., wrecking several cars. 

31, a.m., freight on [Illinois Central ran into preceding 
freight at Cobden, Ill., damaging engine and several cars. 

10th, a. m., freight on Pennsylvania Railroad ran into 
preceding freight at Greensburg, Pa., wrecking several cars 
and killing a brakeman. 

10th, a. m., pay-train on Richmond & Petersburg ran into 
rear of a freight at Pocahontas, Va., damaging locomotive 
and several cars. 

13th, a. m., passenger train on Manhattan Elevated ran 
into preceding passenger near the Hanover Square station in 
New York. Engine and 1 car were damaged and fireman 
fatally hurt. 


14th, very : freight on Indianapolis & St. Louis ran 
into Belt Line freight in Indianapolis, Ind., wrecking several 
cars, 

15th, a. m., freight on New York, West Shore & Buffalo 
ran into local freight near Fort Plain, N. Y., damaging both 
engines badly; injuring 1 trainman fatally and another 
slightly. The accident was caused by the careless running of 
the through freight. Owing to some repairs which were in 
progress only one track was used at that point; but the 
through freight ran into the station without stopping, al- 
though its engineer knew that other trains might be there. 

19th, night, passenger train on Louisville, Evansville & St. 
Louis ran into rear of freight which was going into a siding 
at Riceville, Ind. Engine and several cars were damaged. 

20th, p. m., freight on Connecticut & Passumpsic Rivers 
ran over a misplaced switch into another freight standing on 
a siding at Bradford, Vt., wrecking locomotive and several 
cars, and injuring 2 trainmen. 

20th, night, wild engine on Burlington, Cedar Rapids & 
Northern ran into rear of a freight at Lefler, Ia., wrecking 
engine and several cars. The rear car was loaded with rails, 
which were forced into the boiler of the engine, allowing the 
steam to escape. The engineer, fireman and 2 brakemen 
were scalded, one of them so badly that he died next day. 

20th, night, freight on New York Centra] & Hudson River 
broke in two near Lockport, N. Y., and rear section ran into 
forward one, wrecking 15 cars. 

21st, a. m., coal train on Philadelphia & Reading ran into 
preceding coal train near Mount Carmel, Pa., wrecking sev- 
eral cars. 

No signal baving been sent back, a third train ran into the 
wreck, piling up its own locomotive and 30 cars, and blocking 
the road all day. 

21st, p. m., as freight on Delaware, Lackawanna & West- 
ern was making a flying switch at Chester, N. J., the switch 
was not turned soon enough, and the train ran upon the sid- 
ing and into the locomotive, forcing it intoa nger car, 
which was badly damaged. A brakeman was hurt. 

22d, night, Seaboard & Roanoke passenger train ran into 
the rear of Wilmington & Weldon passenger train in Wel- 
don, N. C., damaging sleeping car. 

28th, p. m., passenger train on Manhattan Elevated ran 
over misplaced switch and into a train on a siding at the 
South Ferry station in New York. 

30th, night, passenger train on New York, Lake Erie & 
Western ran into freight which had been derailed near 
Waverly, N. Y., a few minutes before and 1 car was 
badly damaged. 

BUTTING. 


3d, p. m., butting collision -between two freights on Dela- 
ware & Hudson Canal Co.’s road near Whitehall, N. Y., 
damaged both engines and several cars. 

5th, very early, butting collision between two freights on 
East Tennessee, Virginia & Georgia, near Waring, Ga., 
wrecked both engines and 10 cars. The trains had instruc- 
tions to meet at Waring, but apparently both of them ap- 
proached the station at considerable speed and could not be 
stopped in time. 

16th, a. m., butting collision between two freights on 
Burlington, Cedar Rapids & Northern, in Burlington, Ia., 
damaged both engines and several cars. 

20th, night, butting collision between two freights on Bal- 
timore & Ohio, near Zanesville, O., wrecked both engines and 
several cars and killed 1 trainman. 

27th, p. m., butting collision between a local and a special 
passenger train on St. Louis, Iron Mountain & Southern near 
Cliff Cave, Mo., wrecked both engines and damaged several 
cars. A fireman and a man who was riding on one of the 
engines were killed. Two other trainmen and 1 passenger 
were hurt. The accident, it is said, was caused by the neglect 
of the train dispatcher to notify the local passenger train to 
avoid the special. 

CROSSING. 


10th, a. m., passenger train on Evansville Branch of Louis- 
ville, Evansville & St. Louis ran into sey er train on the 
main line at the crossing in Huntingburg, Ind., wrecking 1 


car, killing a trainman and injuring 5 ——. 

17th, night, Detroit, Lansing & Nort ern freight ran into 
Flint & Pere Marquette freight at the crossing in Plymouth, 
Mich., damaging several cars, 

19th, night, freight on Boston, Hoosac Tunnel & Western 
rau into Delaware & Hudson freight at the crossing in Me- 
chanicsville, N. Y., damaging engine and several cars. 


DERAILMENTs. 
BROKEN RAIL. 

2d, a. m., freight on Syracuse, Geneva & Corning was de- 
railed near Geneva, N. Y., bya broken rail. Three trainmen 
were slightly hurt. 

7th, a. m., passenger train on Alabama Great Southern 
struck a broken rail near Eutaw, Ala., and 2 sleeping cars 
were derailed, injuring 12 ngers. 

Sth, p. m., passenger train on Toledo, Ann Arbor & North 
Michigan struck a broken rail near Milan, Mich., and 2 
cars were derailed and upset, injuring 2 trainmen and 9 
passengers, 

10th, p. m:, freight on Wabash, St. Louis & Pacific was 
derailed near Palmer, Ill., by a broken rail. 

27th, night, freight on Wabash, St. Louis & Pacific was 
derailed near Marshall, Ill. by a broken rail. 


BROKEN BRIDGE. 


lst, a. m., freight on Missouri Pacific broke through a 
bridge near Pleasant Hill, Mo. The engine and 5 cars 
went down and were wrecked, killing the fireman and injur- 





ing the engineer. The abutments of the bridge had been 
weakened by a freshet. 

9th, night, freight on Baltimore & Ohio broke through iron 
bridge over Indian Creek, Pa., engine and 7 cars going down 
into the water, killing 2 trainmen. One abutment had been 
washed out by a et. 

18th, a. m., bridge on Central of New wf near High 
Bridge, N. J., gave way under freight, and cars loaded 
with iron ore went down into the South Branch of the Rari- 
tan. The locomotive remained on the track. A brakeman 
was carried down and killed. The span of the bridge which 
gave way wasa wooden truss, 150 ft. long. It was built 
nine years ago, and it is said that some of the timbers were 
rotten. 

SPREADING OF RAILS. 


2d, a.m., freight on Texas & Pacific was derailed near 
Woodlawn, Tex., by spreading of the rails. 

2d, a.m., nger train on Austin & Northwestern was 
derailed near Liberty Hill, Tex., by spreading of the rails. 

ree passengers were hurt. 

15th, a.m., freight on Rochester & Pittsburgh was derailed 
near Silver Lake Junction, N. Y., by spreading of the rails. 

15th, a. m., freight on Milwaukee, Lake Shore & Western 
-_— derailed near Clintonville, Wis., by spreading of the 
ra 

26th, a. m., passenger train on Missouri, Kansas & Texas 
was derailed near Beaman, Mo., by spreading of the rails. 

29th, night, coal train on Rochester & Fittsburgh was de- 
railed near Colden, N. Y.,.by spreading of the rails. 

80th, night, =, on St. Johnsbury & Lake Champlain 
was derailed near Morrisville, Vt., by spreading of the rails. 


BROKEN WHEEL. 


3d, ». m., freight on Pennsylvania Railroad was derailed 
near Duncannon, Pa., by a broken wheel, and 13 cars were 
thrown down a bank and wrecked. 

7th. very early, passenger train on Louisville, New Albany 
& i was de.ailed near Indianapolis, Ind., by broken 
wheel. The engineer was hurt. 


BROKEN AXLE. 

3d, night, freight on Pittsburgh, Fort Wayne & Chicago 
was derailed near Strasburg, O., by broken axle. 

14th, p. m., freight on New York, Chicago & St. Louis was 
derailed near Conneaut, O., by broken axle, and 16 cars were 
piled up in a bad wreck. 

21st, night, freight on New York, Lake Erie & Western 
was derailed near Stairway, Pa., by broken axle. 


BROKEN TRUCK. 


3d, night, freight on New York Central & Hudson River 
was derailed at Yonkers, N. Y., by broken truck. 

18th, a. m., freight on Cincinnati, New Orleans & Texas 
a was derailed near Chattanooga, Tenn., by broken 
truck. 

19th, 


aig freight on Michigan Central was derailed near 
Ann Ar 


r, Mich., by a broken truck. 
BROKEN DRAW-BAR. 


3d, night, freight on Missouri, Kansas & Texas was 
derailed near Burleson, Tex., by a draw-bar which pulled out 
and fell on the rails. 
CATTLE. 


10th, p. m., construction train on Houston & Texas Cen- 
tral ran over a cow near Dallas, Tex., and 3 c rs were 
derailed. 
LAND-SLIDES AND WASH-OUTS. 


4th, a. m., freight on New York, West Shore & Buffalo 
was derailed by a land-slide near Tappan, N. Y. 

9th, a. m., freight on St. or mgge 4 & Lake Champlain 
ran into a wash-out near Sheldon, Vt., and 4 cars were 
wrecked. The conductor was slightly hurt. 

21st, a. m., construction train on Kansas City, Fort Scott 
& Gulf ran into a wash-out near Galena, Kan. The engine 
and several cars were wrecked and a trainman hurt. 

23d, a. m.. construction train on Wabash, St. Louis & 
Pacitic ran into wash-out near Long Lake, Ill., and 5 cars 
were wrecked. 

WIND. 


29th, night, 13 cars of freight on Missouri Pacific were de- 
railed near Pleasant Hill, Mo., by a cyclone and wrecked. 
Three trainmen in the cabocese were hurt. 


MISPLACED SWITCH. 


1st, night, passenger train on Louisville & Nashville was 
derailed near Newport, Ky., by misplaced switch. The 
baggage car was thrown directly across the track, and the 
first passenger car ran into it, wrecking it badly. Four 
trainmen, 3 postal clerks and 2 passengers were hurt. 

7th, a. m., freight on Pittsburgh & Western was derailed 
in Allegheny, Pa., by misplaced switch. 

21st, night, freight on Burlington & Missouri River was 
derailed in Lincoln, Neb., by misplaced switch. 

22d, a. m., freight on Baltimore & Ohio was derailed near 
Tiffin, O., by misplaced switch. 

26th, a. m., freighton Texas & Pacific was derailed near 
Honey Grove, Tex., by misplaced switch. 


MALICIOUSLY CAUSED. 


14th, night, engine of freight on Virginia Midland was de- 
railed near McIvor, Va., by a number of ties piled up on the 
track. 
UNEXPLAINED. 


2d, a. m., 2 cars of freight on Kankakee & Seneca were de- 
railed near Kankakee, Il]. Conductor was hurt. 

8d, night, engine of freight on Chicago & Northwestern 
was derailed near Anamosa, Ia., and with 2 cars went down 
a high bank, injuring 4 trainmen. 

16th, a. m., several cars of freight on Pittsburgh Lake 
Erie were derailed near Beaver, Pa. 

16th, p. m., engine of passenger train on Pittsburgh, Cin- 
cinnati is St. Louis was derailed in Pittsburgh, Pa. 

17th, a. m., passenger train on Chicago, St. Louis & 
Western was derailed near Eureka, Ill., and one car upset, 
injuring 2 trainmen and 5 passengers. 

17th. p. m., 4°ears of freight on New York, Lake Erie & 
Western were derailed near Basket, Pa. 

17th, p. m., mger train on Cooperstown & Susque- 
hanna Valley was derailed near Portlandville, N. Y., anda 
brakeman was killed. 

18th, p. m., construction train on Boston & Lowell was de- 
railed near Lowell, Mass., wrecking 2 cars and injuring the 
track foreman. 

19th, a. m., freight on Atchison, Topeka & Santa Fé was 
derailed near Nickerson, Kan. A tramp who was stealing a 
ride was killed. 

2ist, a. m., five cars of freight on New York Central & 
Hudson River ran off the track near Palatine Bridge, N. Y. 

21st, a. m., several cars of freight on Cincinnati, Indian- 
apolis & Chicago were derailed near Greensburg, Ind. 

24th, early, several cars of freight on Fitchburg road were 
derailed in Waltham, Mass., and 6 cars were wrecked. 

24th, very early, freight on Baltimore & Ohio was de- 
railed near Bellton, W. Va. A brakeman was badly hurt. 

25th, a. m., freight on New York, Lake Erie & Western 
was derailed near icoon, N. Y. 

28th, a. m., two cars of a passenger train on New York 





Segal & Hudson River were derailed near Germantown, 


30th, z m., several cars of freight on New York, Lake 

Erie & Western were derailed near Waverly, N. Y. 
OTHER ACCIDENTS. 
BOILER EXPLOSION. 

24th, p.m., locomotive of a passenger train on Bath 
& Hammondsport exploded its boiler at Bath, N. Y. 
The dome was torn off and thrown to a considerable distance ; 
but very little damage was done otherwise. 

MISCELLANEOUS. 

4th, a. m., as passenger train on New York, West Shore & 
Buffalo was near Milton, N. Y., a large rock rolled down the 
bank and broke through the side of rear car, damaging it 
considerably. A passenger was slightly hurt. 

6th, a. m., as passenger train on Lake Erie & Western was 
near Howell, N. Y., a parallel rod broke, damaging the en- 
gine badly. The fireman was slightly hurt. 

16th, night, a car loaded with cotton in freight on Vicks- 
burg & Meridian, caught fire when near Pelahatchie, Miss., 
and was destroyed. 

SUMMARY. 

This is a total of 81 accidents, in which 14 persons were 
killed and 75 hurt; a decrease, as compared with April, 1884, 
of 7 accidents, 5 killed and 93 injured. A statement of the 
totals and averages will be found elsewhere. 

The four months of the current year to the end of April 
show a tota] of 528 accidents, 99 killed and 600 hurt; an 
average per month of 132 accidents, 25 killed and 150 in- 
jured. 








Balance Slide Valves for Locomotives. 


The May meeting of the Western Railway Club, held at 
Chicago, May 20, was devoted to the discussion of this 
subject. 

r. A. 8. CooKE opened the discussion by stating that the 
subject was not attracting the attention which it should. He 
had one set of Richardson balance valves in use about two 
years, giving very good results. It was rather expensive, 
costing $90 per set. He thought the balance valves might 
add three or tour cars to the average train, which would pay 
for a set of valves in one day, leaving the work done in the 
remainder of the year a net profit. 

Mr. RICHARDSON said that the expense attached to manu- 
facturing balance valves composed of the best material and 
workmanship was generally underestimated. A set of relief 
valves was also furnished with his valve, to be placed in the 
steam-chest to admit air when steam is shut off. Their cost 
alone is $10 per pair. He mentioned an instance where 18 
cars had been a full train on a long 50-ft. grade, where the 
use of the balance valve had increased it to 19. The 
valve was now in use on nearly 3,000 locomotives in 
the United States, and some of them had run as high as 
150,000 miles without any repairs whatever. He had 
yet to hear the first complaint of their working. In 
answer to various questions, Mr. Richardson continued, that 
with 16 or 17 x 14-in. ports there were 90 in. of bearing 
surface, varying from 60 to 98, with an average pressure of 
100 lbs. per square inch. Witha dynamometer valve-rod of 
the Boston & Albany road it was found that the balance- 
valve required 325 lbs. to move it under its worst conditions 
—that is, at starting full stroke with the throttle wide open— 
against 2,100 lbs. under similar conditions with unbalanced 
valves. The experiments were not yet complete, but they 
were intending to obtain an automatic record of the total 
power used on a long run. 

Mr. ForsyTH described another balance valve which had 
packing strips ee yom the steam-chest cover, similar 
to the Richardson. e Norfolk & Western is using what 
is called the Morse valve, which has a packing strip of that 
kind. Tae West hore and the I enasylvania, he thought, were 
using the Ri harason. He understood’ the peculiarity of the 
Richardson consisted in absolutely breaking the joints of the 
packing on the line of motion, giving each bar an independ- 
ent place for wear on the balancing plate. Mr. Forsyth con- 
tinued with a detailed discussion of the peculiarity of various 
valves, which would be unintelligible without engravings. 

Mr. RICHARDSON related the results of a year’s test of the 
balance valve on the engine “* Union,” showing a saving of 
about 1114 per cent. in fuel. It was run nine years without 
having the cover off more than three times. 

Mr. STEVENS had been skeptical about balance valves, but 
a test on his road on about 2,000 miles of run had shown an 
economy of fuel of about 5 per cent. They now had 40 en- 
gines with balance valves, and he believed in their use. 

Mr. RICHARDSON pointed out that short tests of this kind 
were hardly fair to the balance valve, since they did not in- 
clude the effect of its greater durability. 

Mr. STEVENS admitted thisin part. The indications so far 
were that they could run 75 per cent. longer without facing 
than with plain valves. 

Mr. Cooke had run a Richardson valve 18 months without 
taking up the cover. Usually they had to face valves every 
seven or eight months; the saving in lubrication alone was 
considerable. It was difficult to determine reliably the econ- 
omy of power and fuel, as the engineers were dreadfully 
afraid to let the manager findout that they can draw more 


cars. 

Mr. Jonson (Chicago, Burlington & Quincy) said that 
they had as yet no definite figures to present, but that their 
impressions were decidedly favorable. They were using 
balance valves chiefly on heavy passenger engines. Prior to 
their use they had been able to run but a very few months, 
and sometimes only a few days, without refacing. Now they 
ran 50,000 to 75,000 miles without taking off the cover. The 
reverse lever worked immensely easier. 

The following were then elected officers of the Club for the 
ensuing year; President, Charles F. Pierce; Vice-President, 
Geo Stevens; Secretary, William Forsyth; rer, 
W. H. Snow. 7 

The subject selected for next meeting was ‘The Best 
Means of Preventing the Sliding of Wheels with Air-Brakes.” 








Passenger Travel on the Mexican Central. 


The capitalists of Boston must recognize the fact that they 
have now to give over to the officers of their choice here in 
Mexico a greater share of power than was, perhaps, in con- 
templation at the outset of their enterprise. Fortunately for 
the owners of the Central road, they have in this country an 
executive staff of large experience and proven ability in rail- 
road management. The stockholders of the Central will find 
it for their interest to sanction an extensive transfer of power 
to their officers here. A leaf from the experience of the 
Atchison, Topeka & Santa Fe road should be studied by the 
owners of the Central. It is a matter of railroad history that 
the Santa Fe property began to take rank asa profitable en- 
terprise as soon as large discretionary rs were given by 
the directors at Boston to their official staff at Topeka. 
Several important improvements require to be undertaken 
on the line of the Central. It must redeem the ise of its 
advertisements and substitute comfortable railroad restau- 
rants for the present wholly inadequate and often ridiculous 
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Fig 1. 


eating-house improvisations. A box-car is nota ‘‘ first-class 
eating house,”nor is the absence of buffets on the sleeping-cars 
made good by a “fiat” buffet in the advertisements. It is 
not true that ‘‘ travelers will find all the comforts and luxu- 
ries of modern travel amply provided” on the long journey 
through Mexico. Ifthe Central is to build up a profitable 
tourist travel it will not be in this way. There have been 
too many millions of dollars invested in the road for 
its dealings with the public to be on_ this basis. 
And with possible rivalry in the near future, the Central can- 
not afford to allow its reputation to be trifled with. Com- 
furtable railroad hotels, not mere restaurants, should be 
provided at the regular stopping places for meals, for the 
traveler who has need or wish to break the tedium of the long 
journey should be able to find rooms as well as food. At 
Aguascalientes the company should erect an adequate hotel, 
so that tourists may there find all the comforts of a high 
civilization while they tarry at the famous thermal baths. 
Aguascalientes may easily be built up into a Mexican Sara- 
toga. That which the Atchison, Topeka & Santa Fe has done 
at Las Vegas, New Mexico, may be imitated by the Central 
at Aguascalientes. 

To build up the business of the road the great attractions 
of its route for tourists require to be made generally known, 
and, here again, the example of the Atchison, Topeka & 
Santa Fe is a modern instance of progressive railroad policy. 
The people of the United States, who have money to journey, 
can easily be brought to consider that a trip to Mexico is as 
necessary to complete their experiences of travel as a voyage 
to Europe. And the people of England, a country from 
which starts out annually a great army of rich tourists, 
should be made as familiar with the Central's route 
through the picturesque old cities of the Mexican 
table-land as they are to-day with Italy and Switz- 
erland. In the face of active competition the Atchi- 
son, Topeka & Santa Fe has made itself known to the trav- 
eling public as the best and most comfortable route between 
the Missouri River and the Rocky Mountains. This it has 
done not only by providing excellent railroad hotels and by 
building up a great watering place in the heart of New Mex- 
ico, but byexpending many thousands of dollars in liberal 
and broadcast advertising. It has diligently sought the tour- 
ist business, and it has got it. There was no stopping to con- 
sider if this policy would pay. It was foreseen that it would 
pay, and pay well. 

With a splendidly built road, with every precaution in the 
way of safety appliances and a carefully guarded track, with 
a southern terminus in the most beautiful spot on the globe, 
the Valley of Mexico, the Central road ought to be one of the 
greatest tourist thoroughfares in the world. The directors of 
the road have it in their power to give their Mexican business 
a powerful impetus, and they will, by taking prompt action, 
show themselves wisely receptive of practical and timely sug- 
gestions which are ,offered wholly in the interest of their 

aw on the success or failure of which so much depends 
in this country.— Mexican Financier, May 16. 








Water-Proof Joint for Iron Roofing. 





The novelty in the new form of iron roofing joint illustrated 
herewith, and recently introduced by the Cincinnati Corrugat_ 
ing Company, consists in the introduction of a water-proof 
packing between the joints, thus, it is claimed, effectually 
preventing leakage. 

The piece A, fig. 1, represents a sheet of roofiug iron in 
place; B is the packing material, a strip of felt folded double 
and fitted into the standing seam of the next sheet D; C is 
the iron cleat by which A is secured to the sheathing. After 
placing the sheet D in position, the upper end of Cis bent over 


jt, thus securely fastening it. All puncturing of the sheet 
with nails is thus avoided, and no bending or forming is re- | 


quired except at the ends, which are secured in the 
way, as shown at 4, fig. 1, or C, fig. 2. 
shows the complete joint, B being the cleat C of fig. 1. 

The roofing is shipped with the packing in place, so that 
there is nothing more to do with it in laying the roof than if 
the felt were not present. 








Signals. 


The Union Switch & Signal Co., in Pittsburgh, has, not- 
withstanding the great depression that has prevailed in rail- 
road business for a year, been in receipt of large orders for 
immediate delivery, the most of which are from roads which 
have within the past year or two adopted these appliances, 
while some are from roads which have heretofore opposed the 
interlocking system on account of its first cost. Recent acci- 
dents on some of the roads and narrow escapes on others, 
have driven the managements to the introduction of their ap- 
pliances. 

The completion in 64 days of the contract for the pneumatic 
system at Oakland Point, on the Central Pacific road, puts in 
operation the largest pneumatic interlocking and_block-sig- 
naling system combined in use in this country. The Central 
Pacific is now enabled to dispatch trains in safety every half 
minute, whereas there wave Daler almost daily accidents of 
more or less extent. This system at this point operates and 
controls 41 switches and locks, 1 draw-bolt lock on bridge, 
110 signals, 2 highway crossing bells, 32 bell circuits, 31 
electric locking sections, 11 detectors and circuits pro- 
tecting 13 switches, and is a striking instance of skill 
and ingenuity as applied to railway safety appliances. 
This same system is now in use on the Pennsylvania Rail- 
road between East Liberty and Wilkinsburg, a distance of 
about 3 miles, protecting the intervolved tracks where the 
traffic is heaviest and where the speed of trains is greatest. 
The pneumatic interlocking system without the block-signal- 
ing combined is also in use at 40th street, Chicago, at the 
stock yards ; at Columbus, O., on the Columbus & Cincinnati 
Midland ; at Brightwood, Ind., on the Indianapolis Union 
road ; at Hammond, on the Michigan Central ; at Valparaiso, 











usual | 
The latter figure | 
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at the crossing of the Fort Wayne and the Chicago & Grand | 
Trunk ; at Bound Brook, at the crossing of the Lehigh Valley 
and the Philadelphia & Reading, and at Erie, on the Lake 
Shore and Michigan Southern. © 

The pneumatic block signal, without the interlocking, is in | 
use on the Fitchburg road between South Ashburnham and 
Fitchburg, and on the New York, Ontario & Western between 
Cornwall and Caldwells, 42 blocks covering 32 miles of 
track, 

During the past three years the Union Switch & Signal Co. 
has erected on all the important lines of the country, and on 
some of lesser importance, over 2,500 levers of Saxby & 
Farmer interlocking machines, The company expects during 
the present year to turn out about half of this number, basing | 
calculations on the present rate of orders. 

The increasing interest taken in railway safety appliances ! 
by railroad managers, railroad commissioners and legislators, 
as well as the demand of the public at large for better pro- | 
tection of trains at grade crossings, and the large damages | 
generally allowed by juries to parties injured in cases where 
the adoption of well-known appliances would have prevented | 
the accident, all tend to the speedy introduction of the various | 
kinds of safety appliances both for equipment as well as for 
the track. 





The Christie Claw-Bar. 

The engravings, figs. 1 to 3, illustrate the workings of this 
device so fully that little description is needed. Its purpose is 
to pull spikes always vertically in any imaginable position, | 
especially around frogs and guard-rails, or on bridges, where | 
the extraction of spikes is often quite awkward. The entire 
tool is of steel, the butt and claw being crucible steel, the | 
shank forge steel, and the bolts and shackle bar steel. The 
steel claw is detachable and easily removed. 

Fig. 1 gives the ordinary use of the tool; fig. its use to 
pull an outside spike from between the rails, as on bridges, 
and fig. 3, its use on guard-rails, using the rail instead of the 
shackle as a fulcrum. The tool is manufactured by the 
Bucyrus Foundry & Manufacturing Company, Bucyrus, O. 
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The History of an Issue of Tickets. 


An Inter-Ocean special from Cleveland, O., May 23, says: 
‘The announcement to-day that, by order of Court at Bloom- 
ington, conductors would no longer be allowed to receive the 








‘ special’ issue of Lake Erie & Western tickets, created about 
as much of a sensation as did the original announcement of 
their issue. Regular passenger agents of lines leading to the 
West were in high glee over the prospect of a restoration of 
rates, but the brokers who held a stock of these tickets were 
not so gleeful, thofigh confidence was felt that they would be 
able to realize something on the investment. It cannot be 
said that the brokers were entirely surprised at the or- 
der of the Court, for rumors have been abroad ever 
since the Receiver was appointed that such action might 
be taken, still the brokers were greatly disappointed, for 
they had induced themselves to believe that the rumor would 
never be realized. So far as the ticket brokers are concerned 





the transaction was as fair a one as ever was made. The 








ame can hardly be said, however, of the railroad company 





Fig. 2, 


which made the original deal. That company being loaded 
up with about all the mortgages it could stand, in October, 


| 1880, issued the present block of tickets and disposed of them 


to a syndicate as a means of raising ready cash. The tickets 
were of four classes, reading, ‘From Sandusky to Kansas 
City,’ ‘Sandusky to Kansas City and return,’ ‘Sandusky to 
St. Louis,’ and ‘ Sandusky to St. Louis and return.’ 

‘* The original issue contained exactly twice as many St. 
Louis as there were Kansas City tickets. The sum paid for 
the entire lot was $104,000 for what at the regular rates 
would have been $275,000 worth of tickets. The regular 
rate then to Kansas City was $23.40, and toSt. Louis $16.25. 
In disposing of the tickets the railroad company dealt with a 
syndicate organized at Toledo. The Merchants’ National 
Bank of that city became a party to the purchase. Among 
others were Charles Foster, W. W. Griffith, and J. G. Wal- 
bridge, of Toledo. The syndicate in turn disposed of 
large quantities of the tickets to different brokers 
about the country, Sam T. Fisk, of Toledo, and Tom Abrams, 
of this city, being among the largest purchasers. There were 
originally between 13,000 and 14,000 tickets, and it is believed 
the syndicate which purchased direct from the railroad com- 
any still holds some 5,000. The balance are either in the 


| hands of brokers or have been disposed of. It is estimated that 


Fisk has on hand some $8,000 worth and O’Brien about 


)} $5,000 worth, counted at their value, the remainder being 


scattered about among brokers in small lots, but the aggre- 
gate does not comprise any great quantity. The brokers, of 
course, will not suffer this loss without an effort to recover 
themselves. They will naturally look to the men with whom 
they dealt to make good the contract, while the purchasing 
syndicate will look to the railroad company. 

“The Court, in declaring the tickets non-acceptable, un- 
doubtedly took the ground that they must be simply classed as 
other outstanding floating obligations of the road, and must be 
dealt with accordingly. A precedent for this action is found 
in the case of the Wabash, which under a receiver refused to 
honcr a similar issue of tickets between St. Louis and Chi- 
cago under any circumstances. The present holders of the 
Lake Erie & Western tickets will not fail to realize a certain 
amount. The tickets read from Sandusky to Bloomington, 
the terminus of the Lake Erie & Western, and from Bloom- 
ington to St. Louis and Kansas City over’ the Chicago & 
Alton. The only attempt at repudiation came from the Lebo 
Erie & Western. 

‘The Chicago & Alton not being insolvent will stand good 
for its proportion of each ticket. The rate from Blooming- 
ton to Sonne City} is $8, and to St. Louis is $4.90 ; there- 
fore, each ticket is worth one or the other of these sums, as 
the case may be. If the order is maintained and the tickets 
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THE CHRISTIE STEEL CLAW-BAR. 


not admitted by the railroad company, one of the greatest 
causes for disturbance of passenger rates from this point to 
the West will be removed.” 








Metallic Zinc (Ulesote) Paint. 





The engraving herewith is a faithful copy from the photo- 
graph of a sample of painted and unpainted pitch pine nailed 
together in the usual manner and exposed in Pensacola har- 
bor. The paint used was anew pigment called ‘‘ulesote,” 
and the tests were made under the supervision of Maj. Hiram 
Haines, Civil Engineer in charge of government works at that 
harbor, who certifies that the pieces (the above is a portion of 
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one of four exposed pieces), were kept exposed near the sur- 
face of the water where the teredo acts most destructively, 
for about 84¢ months in May, June, July and August of last 
year. 

The test may be said to demonstrate that while the coating 
of paint remains intact it is a perfect preservative against the 
action of the teredo. That it is as perfect a preservative as 
creosoting or any other equivalent process which permeates 
the entire body of the wood and acts positively upon every 
fibre, we do not understand to be claimed, but the paint is 
immensely cheaper than creosoting, and it is claimed that 
where protection against abrasion is insured the paint will 
not scale off of itself, or under ordinary action of weather or 
water, for along period of time. 

The ‘‘ ulesote” paint is a fine impalpable powder produced 
by condensation of the vapor of metallic zinc, by a similar 
process in principle to that which produces flowers of sul- 
pbur. It is mixed for use with pure linseed oil only, and its 
color is very similar to, but slightly darker than the ordi- 
nary surface of zinc sheet-metal. A coat of it, if rubbed 
with a piece of smooth metal, takes a polish much like a 
metallic surface, indicating in a measure its composition. 
For ornamental painting, however, it is mixed with small 
proportions of other pigments to vary the shade, some 20 or 
more shades being now manufactured. 

The adhesive elastic qualities of the paint are claimed to 
make it especiallly suitable for service where other paint is 
liable to crack, for coating wire, or on metallic surfaces 
painted at very high or low temperatures. It is manufact- 
ured by H. F. Taintor, No. 281 Pearl street, New York. 








Improved Horizontal Boring and Drilling Machine. 





The horizontal drilling machine, illustrated herewith, has 
been recently introduced by the Betts Machine Company, of 
Wilmington, Del., combining various improvements of detail 
which their experience had indicated were desirable for rapid 
and accurate work. The steel spindle can be driven in either 
direction by means of open and cross belts on the counter- 
shaft, and has a full bearing through the cast-iron spindle at 
all times without losing any of its bearing surface as it is run 
out. It has a quick horizontal movement by hand through a 
rack and pinion, and there are three changes of feed (which 
is automatic and positive) through cut gears, controlled by 
means of a clutch attachment. It has compound tables ar- 
ranged to move vertically, with horizontal movements at 
right angles with and parallel to the boring spindle. The table 
is elevated by two screws and bevel gears. The cast-iron 
spindle is provided with a face-plate to which can be screwed 
a facing tool, thus adapting the machine to a large range of | 
work of this character. A steady rest for the outer end-of 
the boring bars is also furnished to give rigidity to the ma- 
chine. 

The cut represents the No. 1 or small machine. The larger 
size, intended for much heavier work, is of similar design 
however, except that in it the tables are raised and lowered 
by power through worm gearing. | 

The advantages of this class of machine for certain kinds of | 
boring and drilling are evident. Work can be drilled by it 
that can hardly be handled on an ordinary drill-press, and it 
has also the advantages of a facing lathe for certain kinds of 
work. 








The Friction of Slide Vaives. 


The London Engineer contains the following suggestion of 
an apparatus for ascertaining the amount of power required 
to drive slide valves : 
It consists of a small piston H, fixed on the end of the | 
valve-rod, which works in the cylinder J, full of oil, also at- 
tached to the valve-rod. A smaller cylinder A is connected 
by a hole to the larger cylinder J, in which works a piston K, 
kept down by a spiral spring similar to a steam engine indi- 
cator, The end of the ie is attached to a parallel 
motion carrying the pencil B, which travels up and down as 
the pressure of oil in the cylinder varies, due to the thrust on 








the valve spindle. Thus a pressure diagram is traced on the 
moving paper, which is wound on to the roller C off E, and | 
over the surface of D, the motion of C being obtained by a | 
string coiled round a grooved pulley G, the other end of 
which is attached to any convenient fixed point, so that on | 
the in-stroke of the valve the roller C revolves in the direc- 
tion of the arrow. Inside G is a coiled spring with ratchet 
and pawl arrangement, which winds up the string again on 
the out-stroke, the paper remaining stationary. e out- 
stroke of the rod will be made by the direct contact of the 
piston against the cover. At M the valve spindle is contin- 
ued through the guide bracket, thence to the joint of the 
eccentric rod. H 
This indicator can also be used to ascertain the friction on 
a piston of a double-cylinder engine by inserting it in a piston- 
rod instead of a valve-rod; then cover over the exhaust port, 
and admit steam on both sides of the piston, with the valve. 
rod disconnected, the crank driving the piston, the engine 
being worked by one cylinder only. The thus ob- 
ained will show the thrust necessary to overcome the fric- 
ion on the piston. In the same way the friction on glands 


=~" can be obtained by merely allowing the rods to work 
alone. 

The action of this indicator will unavoidably slightly alter 
the distribution of steam due to the variations in the length 
of the valve-rod, but if in practical experiments this is found 
to be too large for efficient working, the large piston must be 
enlarged and the smaller one diminished. 





Gontributions. 
Standard Rail Sections and Sharp Flanges. 
Michigan Central Railroad Company, j 
Chief Engineer's Office, . 
ETROIT, Mich., May 25, 1885, \ 
To THE EDITOR OF THE RAILROAD GAZETTE : 

All signs point to the near approach of the time when we 
may have a standard rail. This is of as much importance to 
the railroads as to the rail mills. I wish to offer a few sug- 
gestions as to sharp flanges, so as to aid in clearing up that 
part of the question. If it can once be settled that the shape 
of the rail has nothing to do with causing sharp flanges, we 
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Apparatus for Ascertaining the Friction of Slide Valves. 


can then proportion our rail so as to get the greatest bearing 
surface for the wheels for each weight of rail. 

A general master car-builder of a trunk line writes me 
that ‘‘ Forty-six 42-in. wheels with standard tires under the 
60 ft. post-office cars, running between New York and 
Chicago, have made an average of 188,123 miles, and not a 
sharp flange among them. Iam pretty certain that sharp 
flanges are the result of having one wheel on an axle softer 
than the other.” 

I have noticed many sharp-flange wheels taken from under 
freight cars where the wheel having sharp flanges shows 
much wear of the tread close to the flange, while the other wheel 
on the same axle shows a groove worn in the tread at quite a dis 
tance from the flange. This certainly has a tendency to prove 
that in such cases the sharp flange crowds against the rail on 
straight lines as well as on curves, and as the wheel without 
the sharp flange runs on the outside rail of curves as much as 
the wheel with sharp flange, it seems to show that the flange 
is worn sharp on straight lines, and that shape of rail-head 
has nothing to do with causing the sharp flange. 

We have on the Michigan Central one division, the 
Canada Southern, remarkable for its slight percentage of 
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Exposed 3\% Months in Pensacola Harbor; Small Specimen Painted with Ulesote 
(Metallic Zine) Paint. 





curves. Some time since I wrote the following letter to Mr. 
A. F. Bull, Master Mechanic of that division : 

In regard to sharp flanges on locomotives: Do you have 
any more sharp flanges on the leading wheels of engine and 
tender trucks than on the rear or trailing wheels‘ Is there 
or is there not any difference so far as sharp flanges are con- 
cerned? The same question might be asked of any cars you 
may have that always run the same end forward, 

The answer was as follows : 

In relation to the question you ask ar to sharp flanges 
on leading and trailing wheels of engines, trucks and 
tender trucks, I find on looking up our records for 
just 26 months ending March 1, 1885, that we 
took out 69 wheels from under engines and tenders on ac- 
count of sharp flanges. This is 3!¢ per cent. of the total 
number of wheels removed for all causes; 41 wheels were on 
the engine trucks, of which number 31 were leading wheels 
and 10 the trailing wheels. The balance of the 69 wheels 
(28) were tender truck wheels, 17 of which were leading 
and 11 were trailing wheels. The total i. of our 
engines for the 26 months was 8,323,005. fou will 
notice there was a greater percentage of sharp flanges 
taken out of both leading wheels of engine trucks and 
tender trucks than on trailing wheels. But this does not 
prove there are any more sharp flanges on leading wheels, 
from the fact that we get more wear out of sharp flange 
wheels on the trailing axle than on the leading one by leaving 
them in somewhat longer. Therefore I am of the opinion 
there is very little difference in either on this division, 

Now, if some division of a road having many sharp curves 
will give a report of similar nature to the above, we can form 
some idea of the part (if any) played by curves in causing 
sharp flanges. That this part is very small is, I think, shown 
by the above report, as it is not disputed that the trailing 
wheels do not crowd against the outside rail while rounding 
curves. : 

I had intended to hold this letter until I could investigate 
other questions connected with the performance of wheels, I 
am having some trap-doors let into a coach over the wheels 
to aid me in this investigation. 

General Superintendent W. R. Jones, of the Edgar Thom- 
son Steel Works, has prepared a series of standard sections, 
He has adopted a radius from top to side of head of 14 in. 
‘*to meet the views of the master car-builders,” I believe 
this is an unnecessary reduction of nearly ‘4 inch in the 
bearing surface of the head of the rail, and am far from 
certain that the master car-builders desire so large a radius. 
Let us have a standard rail, but let the shape of the head be 
based on correct principles. J. D. HAWKs, 

Chief Engineer, Michigan Central R. R. Co. 

Into the merits of the main question raised by our 
correspondent we will not now attempt to enter. 
The Master Car-Builders’ Association, however, has 
not, as a body, taken any action whatever upon the 
question of rail sections, beyond accepting the report 
of a committee which expressed themselves as 
‘strongly of opinion” that the present forms of rail 
section were “by far the greatest cause of sharp 
flanges.” Whether or not they are still as strongly 
of the same opinion and intend to push the matter, we 
are not advised. 

We apprehend, however, that the conclusion quoted 
above, that there is no larger proportion of sharp 
flanges on front axles than on rear axles would not, 
on investigation, prove to be sound, although whether 
it is or is not sound has, of course, little bearing upon 
the question, whether the present form of the rail is a 
good one or not, or whether or not it ought to be 
changed. Since sharp flanges, when they occur, 
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must of necessity be either caused or aggravated by 
lateral pressure, we should naturally expect that they 
would be most frequent, on any pattern of rail what- 
ever, where the lateral pressure was _ strongest. 
and this occurs (1) with all leading wheels of 
both engines and tender trucks. since they always, 
or nearly always, run forward, and (2) especi- 
ally with engine truck wheels, since they have 
to guide not only themselves but the ponderous 
driving wheel-base behind them as well, which we 
cannot doubt frequently forces both leading and trail- 
ing wheels hard against the rail. 

At least, the facts given in the letter correspond 
very exactly with this theory. Assuming the average 
number of engines in service on the Canada Southern 
for the 26 months in question to have been 98, which 
is very near the truth, we have the following state- 
ment of actual results : 


Actual Removed for Per cent. per 

No. wheels sharp flangesin year of removals 

in service. 26 mos. for sharp flanges. 

Leading. Trailing. Leadivg. Trail’g. Lead’g. Trail’g. 

Engine trucks. .196 196 31 10 7.30 2.36 
‘Tender trucks. 322 392 17 1l 2.00 1.30 


These great differences, it is true, are merely on the 
percentage of removals from wheels in service, and do 
not give entirely fair indication of the percentage of 
wheels removed which had sharp flanges, unless the 
average mileage on front and back axles may be as- 
sumed to be equal, which we know is, as stated in the 
letter, not the case. How much the actual difference 
is would be hard to determine, but we have an indi- 
cation in some statistics presented years ago by Mr. 
Rufus Hill, Master Mechanicof the Camden & Atlantic 
Railroad, who was the tirst, we believe, to call atten- 
tion to the more rapid wear of the leading wheels of en- 
gines and tender trucks. These statistics rearranged 
to present the facts more clearly, are as follows :* 
Wear of Leading and Trailing Wheels of Locomotive and 

Tender Trucks on Cainden & Atlantic Railroad, 1877-78. 


ENGINE TRUCES. 


fs of leading 
wheels, trail- 


Size. pairs, 


Average milrage. |Relative life 
r | Remarks. 





Leading. Trailing.| ing = 1.00. 
28 in. Seach 28.998 43,024 | 9.674 Av. of all eng. 
26 15,461 27,008 | 0.573 whee's, 28,6235. 
——S | ——--— .— Tender wheels, 
Average... 0.624 26,8 


22,230 | 35,016 | 


TENDER TRUCKS. 














30 in. LO each 27,898 31,297 0.87 Front truck 

ee aes 29,249 32,736 0 894 Back truck. 

28in.10 “ 23,419 23,560 0.994 Front truck. 

” is 20,365 25,346 0.803 Back truck. 
Average... 25,232 28.410 0.888 ze 


(The table is stated to have been made up from condemned 
wheels only, so that it does not give a fair average mileage.) 

Assuming the comparative mileage of all front and 
rear wheels (and hence total removals to be on the 
Canada Southern about as on the Camden & Atlantic, 
we should have for the Canada Southern: 


—Engive trucks— 

leading. trailing 

Per cent. of removals on 
all wheels in service, as ie 
‘ 


—Tender trucks— 
leading. traiiing. 


2.36 2.00 1,30 
as on Camden & At- 
Ws ia. dou sn et edie 

Relative per cent. of re- 
movals for sharp flanges 
reduced to an equal mile- 
ORE as S due thaceceam © 

Or in the ratio (calling 
trailing tender wheels 
1.00) of 


0.888 1.000 


2.36 1.78 1.30 
1.82 1.37 1.00 

This result, while pretending to no great accuracy, 
has the merit of corresponding tolerably well to what 
might reasonably be expected, and must, it would 
seem, give a correct indication of the truth, if not the 
truth itself.—EpDITOR RAILROAD GAZETTE. | 
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VI. 
TRAIN AND STATION SERVICE. 
(Concluded.) 

We next come to a consideration of the possibility of reduc 
ing the number of men employed in the station service, which 
can be effected chiefly in the case of the more important sta- 
tions, especially junctions and terminals. A careful personal 
study of the methods employed in handling traffic at such 
places is necessary, as also a comparison between the methods 
employed at home and by foreign corporations. The larger 
the traffic handled, the greater the percentage of saving to 
be effected by a judicious system. Much good would un- 
doubtedly result if officers of different lines occasionally com- 
pared notes one with the other, for all excellence is not the 
exclusive possession of any one corporation. Where the 
monthly pay-roll at a single station is figured by the hun- 
dreds and even thousands of dollars, a saving of 10 or 15 per 
cent., effected by dispensing with an employé here and 
there, rendered pessible either by the use of improved ap 


* Rept. Am. Ry. M. M. Ass'n, 1879. p. 23, or Railroad Gazette, 
May 17, 1878. P 





pliances or machine1y, or by a change in the system of doing 
business, 1s worth striving for. 

At minor local stations, likewise, something can be done 
for economy’s sake. Sometimes a reduction in salary can be 
effected by putting express or telegraph business, formerly 
handled by a special agent, into the hands of the regular 
station agent, Occasionally station forces can be reduced 
provided their duties are somewhat changed; as, for example, 
suppose a force of three, acting respectively as station agent 
in general charge, baggagesmaster, acting also as porter and 
switchman, and telegraph operator and ticket clerk. In such 
a case, the telegraph and ticket department might be given 
toa female operator at Jess wages, and the station agent, 


with an increase of wages, be asked to perform the 
remainder of the work, thus considerably cutting down 
the sum total. Or else the agent might act as 


operator and freight and ticket clerk, and be allowed one assist- 
ant acting as switchman, baggage-master, etc. These illus- 
trations are only introduced to show generally how consider- 
able a field there is here for judicious head-work on the part 
of the Superintendent. Human nature is such that where a 
force is thus reduced the agent in charge will manage to get 
along surprisingly well, if at the same time his own wages 
are somewhat increased? by way of compensation for the 
change. This trait of human nature can often be used to the 
advantage of the corporation. Moreover, when economy 
must be enforced. there is sometimes a reduction in the vol- 
ume of business to be handled, so that the reduced force can 
more readily perform their duties than they otherwise could. 

We come next to an entirely different question of economy. 
In what way and to what extent are operating expenses af- 
fected by the speed at which the several classes of trains are 
run? Animportant inquiry truly, and one deserving most 
careful consideration. Of course the higher the speed the 
greater the wear and tear of track and rolling stock, and the 
greater the consumption of fuel in hauling a given load over 
the line; but, as an offset, fast trains, it claimed, will 
allow us to get more service out of a given amount of 
rolling stock, and hence to transact our 
a less extensive plant, which means a_ reduction in 
the fixed interest charge, if indeed may not also, 
as has been claimed, thus get more train mileage out of 
employés for the same compensation. It is evident that on 
no two roads can the question of the speed cf trains be 
settled in just the same way. As the traffic of each road is 
peculiar to itself,so must the train service be modified to 
suit the special requirements of each set of controlling cir- 
cumstances. Necessity will establish for each particular 
train a certain minimum of speed, below which no reduction 
advisable, and it will then remain to be determined 
whether economy and expediency call for an increase of 
speed. The question has been recently discussed generally in 
the editorial columns of this journal. See article on *‘ The 
Cost of High Speed” in the issue of April 18, 1884, page 
298, where the general conclusion appears to favor high 
speeds for both passenger and freight trains. 

The early writers, however, took a different view of the 
matter. Mr. Jervis, in his work on ‘ Railway Property,” 
page 278, remarks as follows: ‘‘In passenger trains high 
speed is more likely to cause accident than low speed; * * * 
high speed is also more expensive in other respects, as has 
been remarked in relation to track and machinery, to which 
may be added the increased cost of fuel,” etc. There is 
much in this chapter, entitled ‘‘ Running of Trains,” that is 
well worthy the attention of the careful manager. The key- 
note of the whole chapter is: Reduction of speed to the lowest 
terms consistent with a reasonable accommodation of the 
traffic. While the book was written some years since, it was 
so well written that it has lost little by age. 

A later authority, Prof. George L. Vose, in his ‘* Manual 
for Railroad Engineers,” devotes two pages (454 and 455) of 
his work to a consideration of ‘‘ Fast Trains.” ‘‘ The cost of 
running trains,” he says, ‘‘ has been stated to increase nearly 
as the square ofthe speed. The wear and tear of engines, 
cars and track certainly increase ina rapid ratio with the 
velocity.” The remainder of the paragraph is in this same 
strain anc tends to the same conclusions reached by Mr. Jer- 
vis. Other authorities in support of the same conclusions are 
cited in the Gazette editorial already quoted. 

It is well to realize the fact that a high rate of speed does 
materially affect the consumption of fuel for engines. In 
the aforesaid editorial, certain experiments are referred to 
which illustrate the point. In one case, similar trains were 
run on the Bound Brook line at the respective speeds of 1214 
and 55 miles per hour, and 52!¢ per cent. more coal per mile 
was consumed at the fast than at the slow rate of speed. 
Again, on another road similar trains of empty coal cars 
were run at the respective speeds of 6.7 and 20 miles per hour, 
the coal consumption per mile at the latter speed being 59.3 
per cent. greater than at the former. In this journal, issue of 
May 2, 1884, at page 340, will be found an interesting dia- 
gram, illustrative of English practice, and described as being 
‘of interest as showing the very rapid increase in the con- 
sumption of coal when a locomotive attains a high rate of 
speed.” This diagram is hardly in accord with the above- 
noted exp2riments, as it would indicate less increase in fue, 
consumption at low rates, and a very much greater increase 
at high rates of sp2e], thus greatly strengthening the argu- 
ment for the minimum speed allowable, but both the diagram 
and the experiments sustain the general proposition that in- 
creased sp221 implies a considerable increase in fuel con 
sumption in the haulage of an equal train-load for an equal 
number of miles. 

The fact that wear and tear, both to track and rolling stock 
also increase greatly with the speed of trains isa self-evident 
truth requiring no detailed consideration here ; dependin g 
upon the well-known fact that the destructive effect of a 
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blow increases in very rapid ratio with the velocity of im- 
pact. 

The amount to which these several items of the expense 
account are increased by increased speed of trains, is, of 
course, capable only of a partial solution, Certainly, the 
heavier the train, the more destructive the effect of high 
speed on track and train, so that we at once recognize the 
chief reason for reducing the speed of freight trains. 

The practical shape in which the question will present itself 
to the officer in charge of transportation will be: Given a cer- 
tain train, which the exigencies of the service require should 
be run at, at least so many miles per hour, what saving, if 
any, can be effected in operating expenses by increasing the 
speed? That is to say, Can I increase speed so as to enable 
the rolling stock to make an extra trip, and so save interest 
on cost of cars and engines that can thus be dispensed with ? 
Or so asthereby to get more work out of train crews for the 
same pay as before, owing to their making their runs in less 
time ? And will such increase of speed reduce the delays to 
other trains, because of the train in question occupying the 
road for a shorter space of time, and hence save expense by 
facilitating the movement of the traffic? And will the ag- 
gregate of the several savings thus effected, offset the in- 
creased consumption of fuel, and wear and tear of track and 
rolling stock, consequent upon such increase of speed? I 
must confess that my own preferences in such a case would 
be for as low a rate of speed as the exigencies of the service 
would permit. 

Another direction in which economy may be sought lies in 
striving to effect an increase of paying load per car hauled. 
If the same traffic can, by a little extra care or manipula- 
tion, be as well earned in five as formerly in six cars, then we 
save something in repairs to engines, cars and track, cost of 
fuel, and interest on cost of equipment. The system in vogue 
on some lines, of requiring tail brakemen to count passengers 
in each car on leaving certain stations, and report to superin- 
tendent at the end of the trip, enables a closer supervision to 
be had over the work of the train and tends to prevent un” 
necessary runs of empty passenger cars, and thereby effects a 
saving tosome smal] extent. Moreover, the system provides an 
additional check on the conductors’ reports, and leads brake- 
men to acquire habits of report-rendering, which will be 
useful to them when they are subsequently promoted to the 
baggage car, or the charge of the train itself. 

Still another and somewhat similar way in which economy 
can be studied is to discover the direction of the movement of 
empty freight cars if there be any such preponderance in the 
direction of the freight traffic, and to endeavor to secure re- 
turn loads for the empty cars, so that, if nothing more, the 
rates on such return freight shall at least help to make good 
the ‘expense of hauling the empty cars over the line toward 
the place where the traffic originates. 

In summing up this matter of economy in train and station 
se. vice, our conclusions will be somewhat as follows: Small 
reductions in the rates of wages paid can usually be effected: 
and, in the case of train crews, the proposed reductions will 
be facilitated by consultation and combined action on the 
part of traffic officers. 
also the 


The number of men per train, and 
number of trains run, should be reduced to the 
minimum, thereby reducing the pay-roll, and several other 
items of the expense account. Again, the speed of such 
trains as are run should be reduced to the minimum which 
the exigencies of the service will permit, unless there are 
counter-balancing advantages to derived from high 
speeds, which I think will be questionable in most cases. 
Special switching crews and engines should be dispensed 
with wherever possible, and when retained their duties should, 
jf possible, be increased. The number of cars hauled per 
train, more especially freight should be made a 
maximum ; and if engines are not sufficiently powerful for 
hauling heavy trains, the question of running double-header 
freights, where a large through traffic is to be handled, 
should be carefully considered with a view to still further 
reducing the pay-roll, and relieving the road when ove-- 
burdened with traffic. Economical methods of handling the 
traffic at important stations, as well as the reduction of force 
at minor stations, should have careful consideration ; and, 
finally, the traffic itself should be studied, with a view to 
preventing the haulage of empty cars both in the passenger 
and freight department, and avoiding the increased expense 
attendant thereupon. All these things, and probably others 
which have escaped my notice, should be done, if any con- 
siderable economy is to be effected in this department of rail- 
way management. Epwin A. HI. 
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TO THE EDITOR OF THE RAILROAD GAZETTE : 

The public seems more and more to be losing sight, as time 
goes on, of the original design and intention of the patent 
laws. Our manufacturers and stock companies in general 
are of the belief that, outside of the common mechanical con- 
structions with which we are all familiar, most of the meri- 
torious devices are the subject of patents. 
patents, as a general rule. 

There are, however, a great number of patents—greater 
than any one imagines who is not familiar with the subject— 
which have expired and become public property. Among 
these patents many doubtless are worthless, but, again, there 
are numbers of devices which are in use to-day, and others 
which might be, if they were known, or had been properly 
brought before the public during the lives of the patents. At 
all events, their term of protection has expired, and they are 
free to be appropriated by any one without let or hindrance. 

The design of the patent laws was to afford a limited protec. 
tion for mechanical inventions, in return for which the design- 
ers were to obligate themselve: to dedicate their inventions to 
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the public for the public good upon the expiration of the 
patented period. Twenty or 30 years ago this contract, 
as we may term it, between the government and an inventor 
was so well understood that the reports of the Commissioner 
of Patents to Congress gave an alphabetical and a subject- 
matter index of all expired patents. 

This mutual provision of the laws, upon the ceasing of 
such publication, was gradually lost sight of by the general 
public. Even if such knowledge were more widely known, 
it would still be a difficult and costly matter for a person to 
become acquainted with the expired patents upon any particu- 
lar subject, as the older patent specifications are in manuscript. 

I purpose here to give the readers of the Railroad Gazette 
some information on the subject of expired patents relating 
to axle-boxes. It will be understood that should any of the 
ideas contained herein strike the fancy of any manufacturing 
reader they may be freely used without fear of infringement. 

In 1865, Ransom C. Wright devised an axle-box, the patent 
for which was reissued the following year in order to give it 
amore comprehensive scope in law. The grant, however, 
expired in 1882. 

We present herewith (figs. 1,2 and 3), horizontal. verti- 
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R. C. Wright's Axle-box. 


cal and transverse sections of the Wright journal-bearing, 
which clearly show its construction. 

The top of the box is made with a recess formed in it for 
receiving the top of the bearing, thus holding it firmly in 
place, and preventing lateral motion, while the ends are 
restrained by the ends of the box, so as to preclude any con- 
siderable longitudinal play. This longitudinal play is con- 
trolled by the projection on the outer end of the bearing. 

The bearing may be introduced without removing the axle. 
In order to effect such introduction, the opening through the 
inner face of the journal box is not made round but elliptical, 
as indicated by the exterior lines surrounding the axle in the 
transverse section, leaving spaces above and below the axle. 
By raising the box until the axle rests upon the lower edge of 
this elliptical opening, room is given for the insertion of the 
bearing through the opening always made in the front or ex- 
terior end of the box for lubricating the journal. 

The bearing thus inserted over the end of the axle is held 
in place by a bar introduced in the grooved lugs shown in 
the horizontal and vertical sectional views. The box and 
bearing are then let down upon the axle. The space above 
the axle permits the wearing of the bearing from use without 
bringing the box and and axle into contact. 

On the inside or back end of the box projecting flanges 
formed with dovetailed grooves run vertically on both sides 
of the box for the purpose of receiving the dovetailed slide. 
This slide is composed of two jointed pieces, one above the 
other, one of which includes the upper half of the axle, and 
the other the lower half. These plates slide within each 
other, and the dovetailed flanges being on the outside of the 
box, the slides may be inserted without removing the axle. 








J. C. Creed’s Axle-box Cover. 


They are held together by a rod passing through them both 
and fit snugly against the axle, and in the grooves, prevent- 
ing the escape of oil and the entrance of dust or sand. 

John C. Creed, of Omaha, designed a cover for an axle-box 
in 1869, the patent for which will expire next year—Jan. 12. 
The particular improvement is in the manner in which the 
box and its cover are cast, so that the two are hinged together 
by a single pivot, and a close-fitting joint is obtained without 
the expense of other finishing. 

The engravings (figs. 4 and 5) show only so much of the box 
as will illustrate Creed’s design. 

Tt will be seen that the shell of the box is provided with a 
projection at its top, and that a bead or rib extends around 
the lower portion. This bead is so formed in its connection 
with the shell of the box in the casting as to provide a curved 


recess or groove for the reception of the curved end of the 
cover. 

The cover is provided with a projection corresponding with 
the projection on the box, through which it is hinged by a 
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William Sherburne’s Axle-box. 


bolt or pin. The sides of the cover are provided with beads 
corresponding to those on the box, and form the continuation 
of the latter when in closed position. 

The radius of the curve in the end of the box and the 
groove is less than that of the centre on which the cover 
swings, and the opening of the groove at one side is suffi- 
ciently low to allow the cover to swing in that direction, 
while on the other side it is of sufficient height to arrest the 
movement of the cover when closed. The lower part of the 
cover shuts into the groove, as will be clearly understood, and 
the walls of the groove are inclined so as to wedge the cover 
down tightly when closed. 

The object said to be accomplished by the axle-box patented 
by Wm. Sherburne, in 1868 (figs. 6, 7 and 8), consists, in 
its arrangement, in preventing, as much as practicable, a!] 
loss of oil, to protect the journal from dust, and to admit the 
removal of the bearing from the journal for its inspection or 
renewal, while the oil-box remains in its place. The oil-box 
is arranged with respect to the axle and jaw so that it may 
also be easily removed without disturbing the other parts, 
for the purpose of renewing the packing in the rear end or of 
fitting on a new spring. 

A bolt is inserted through the sides and between the top of 
the oil-box and the upper side of the bearing. This bolt is 
held in its place in such a manner that it cannot be thrown 
out by the constant shocks and jolting of the car. For this 
purpose the bolt rests in a groove in the upper side of the 
bearing, extending across the whole width. Thus the bear- 
ing will be kept firmly in its place on the journal in the centre 
of the box. Sherburne asserts that these parts are not sub- 
jected, therefore, to disarrangement and breakage, and con- 
sequently do not require the constant care and attention 
which are necessary with some axle-boxes. 

The axle-box is made detachable from the jaw. The guides 
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Fig. lo. 
James Christy's Axle-box 


of the jaw, which fit snugly in the opposite grooves of the 
oil-box, have two recesses cut transversely into them. These 
recesses, and the intervening part of the guides, correspond 
in height to two projections which form the grooves 
of the box, and into which the guides fit together, 
with an intervening space on the box where those projections 
are discontinued. When the box is put in position the cuts 
in the guides of the jaw come opposite to the grooves of the 
box, so that the latter can be readily taken off. When the 
oil-box is placed on the journal in working condition, it will 
play between the guides of the jaw in a vertical direction 
only. The sides of the jaw are provided with an oval aper- 
ture for the purpose of getting access to the retaining bolt of 
the bearing. 

In 1866 James Christy constructed an axle-box the term 
of patented protection of which expired in 1883. 

A vertical and a horizontal section of the Christy box are 
here given in figs. 9 and 10. 

In general terms, this axle-box may be said to consist in the 
use of a stop or projection fitting into an opening in the top of 
the box, so as to prevent the displacement of the bearing or 
its fastening, and also in a peculiarly constructed lid. 

The lid has dovetailed ribs at the edges, adapted to slide in 
corresponding grooves in the frontof the box. The lower 





edge of the cover is also beveled, and rests upona correspond- 
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ing projection cast with the shell of the box. The lid is held 
in its proper vertical position by a spring catch, the upper 
end of which is secured to the inside of the lid, the lower end 
of the catch passing through the beveled projection on the box 
before referred to. The spring has a shoulder bearing against 
a lug on the projection, from which it can be readily set free 
by pushing it back, when the lid may be detached from the 
box. The lid is also provided with a pin projection which 
passes through a slot in the top of the box, and which also 
tends to keep the key above the bearing of the axle in its 
proper horizontal position. 

In ordinary axle-boxes the equivalent of this key is usually 
retained in its place by a rib cast on the inside at the top of 
the box. Owing to the constant end strains imparted to the 
bearing, this rib (which is made very thin, as the key and 
bearing have to be removed after a very slight elevation of 
the box) is apt to become worn and reduced toa condition 
unable to resist the force imparted by the end play of the 
axle. The result of this is the displacement of the bearing 
and sometimes the forcing of the lid from the box. This pin 
projection of the lid affords an effective bar against the dis 
placement of the key. 

In the construction of axle-boxes it is common to close the 
inner face of the axle-box by a packing plate suspended upon 
the axle: but as the opening in the plate becomes enlarged 
by the constant wear of the axle, it falls so that its lower edge 
parts from the axle, leaving an open space beneath it through 
which extraneous matter can enter the box, and oil escape. 

For the purpose of obviating the bad effects of such an 
arrangement, Mr. F. Leppens, of Hartford, constructed in 
1866 the axle-box here illustrated, figs. 11, 12. 

The axle-box is packed in the usual manner and has the 
common oil-box and waste-chamber. The packing plate, 
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F, Lepoen’s Axle-box. 


arranged upon the inner face of the axle-box, is made in two 
parts or sections, one of which surrounds the upper side of 
the axle, and has extension pieces down each side of the axle. 
The other part embraces the lower portion or half of the axle, 
moving in between the arms or side extension pieces of the 
upper part. The lower section of the axle-plate rests by its 
lower end upon a bent spring secured at its centre to the 
upper side of a block fixed in the lower side of the axle-box 
casing by means of a screw bolt and nut, so that the parts 
may be removed from the axle-box or inserted therein. 

By forming the packing plate in two parts and arranging 
them together upon the axle as described, it will be evident 
that as the upper section of the plate wears away by the run- 
ning of the axle, it falls by its own weight, while the wear of 
the lower section plate from the same cause is compensated 
for by the action of the spring upon which it rests. The 
closing of the dust-guard about the axle is thus always main- 
tained, so no dust can enter the axle-box. 

In order to prevent the wearing away of the axle at the 
point where surrounded by the packing plate, a metal ring is 
shrunk on after the wheel has been applied to the.axle. 

Wasuineton, D. C. F. B. Brock. 





THE SCRAP HEAP. 
A Singular Accident. 

A Panhandle sleeper on the west-bound night express re- 
centiy cut a caper at Irvington. The train comes down the 
heavy grade at a frightful velocity, and its speed, together 
with the electric light with which the engine is equipped, at 
tract nightly many of the students down to the crossing to 
‘* see her go by.” On the evening in question the sleeper mace 
a rumbling noise as if off the rails, and when the train baa 
passed it was found that one truck was off the track. The 
wheels cut off all of the spike heads, but after running a 
quarter of a mile on the ties, jumped back to the track with- 
out having apparently disturbed the inmates or alarmed the 
trainmen.—I/ndianapolis News, May 22, 


Tramps. : 
The usual spring army of tramps is worrying Western 

railroad men. The following dispatch from Independence, 

Mo.. is only a sample of many: ** Twenty-nine tramps whe 

were found sleepi a= --4 in ~ A = 

arrested last night ity Coun’ ver 

City Marshal Liddil. They were taken before a justice w- 
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day on a charge of vagrancy and 22 out of the 29 found 
guilty and given 20 days each in the county jail.” 

‘* 4 dispatch from Detroit, Mich., May 26, says: Last night 
at 10 o'clock, at Fort Gratiot, the south-bound Grand Trunk 
freight train was boarded by five armed men who kept pos- 
session of the train until a short distance this side of Frazer, 
when they left, fearing the trainmen would receive reinforce- 
ments. At Mount Clemens two deputy sheriffs boarded the 
train, but were quickly overpowe and disarmed. At 
Frazer the conductor ma to leave the train and tele- 
graphed to Detroit for help. Early this morning an engine 
and caboose with a ot officers started out and met the 
captured train at the Detroit & Milwaukee Junction. No 
trace of the men has been discovered. The tramps told the 
trainmen that they wanted to get to Detroit in time to catch 
the circus.” 


Sunday Trains in Massachusetts. 


On complaint of Homer Merriam and others the Grand 
Jury of Hampden County have found two indictments against 
the Boston & Albany Railroad Co. for running Sunday 
trains. One indictment charges the running of various trains 
April 19 and 26, and the other that the company is habitual 
breakers and profaners of the Lord’s day. An officer of the 
road, who was seen to-day, said he was not aware that the 
company had yet been officially notified, and of course it 
could not answer the bills until they were served. It is highly 
probable that there will be no great effort made to disprove 
the allegations that the trains were run, but that the com- 
pany is habitually profaner of the Lord’s day it may be ex- 
pected todeny. Itruns trains, but not profanely. A few 
years ago, on petition of a large number of the inhabitants of 
Newton, it put on Sunday passenger trains between Boston 
and Newton Lower Falls. A clergyman, who lived at Au- 
burndale and preached at Boston, was a regular patron of 
these trains. any religious people continue to use them, 
as they do on all the other Boston roads, for get- 
ting to and from church. Taking off the trains would be a 
great deprivation to hundreds of such people, many of 
whom conld not afford to provide private means of transpor- 
tation. It will doubtless contended, therefore, that the 
running of such trains is a work of necessity or charity, 
which comes within the statutory exemption from penalty. 
The same may be said of the running of certain freight 
trains. It cannot be denied that the Albany and other roads 
run them. It happens almost every Sunday that they receive 
from connecting roads late on Saturday night cars laden 
with live stock or perishable freight, which it is necessary to 
take to their destination without delay, and this causes the 
running of trains on Sunday. There may be cars of other 
freight in the train which are not under urgency, but taking 
them along*does not increase the disturbance, and if it is a 
profanation of the Lord’s day to practice the virtue of econ- 
omy in the administration of a trust, the railroads will prob- 
ably expect to suffer such punishment for it as may be meted 
out. There are some which might be willing to pay some- 
thing to establish such a record. A well-informed gentleman 
says he believes that this is the first instance of a railroad be- 
ing indicted in Massachusetts for running trains Sunday. 
There have been petitions and protests, agitations in the Leg- 
islature and hearings before the Railroad Commissioners in 
regard to Sunday trains on the state’s own road, but Hamp- 
den County has put in the first bid for being the scene of con- 
flict between ancient and modern conditions under a law 
that is sound in principle and has generally been administered 
with sense.— Boston Evening Record, May 22. 


A Story with a Moral. 

The suavity of the San Francisco ticket agent is proverbial- 
to particularize any one would be unjust. They all strive to 
excel in polite attentions to those who buy or talk of buying 
a ticket eastward. It is a question, however, if in their 
desire to excel in urbanity, another virtue, that of reliability, 
is not sometimes sacrificed—whether ‘‘ taffy” does not take 
precedence of truth. The citizen who has occasion to journey 
toward the rising sun has opportunity to note this idiosyn- 
erasy. A few days since a gentleman wished to secure a 
half-section in a sleeper for a lady going to Omaha. He 
desired a middle section on the starboard or right-hand side 
of the car. Fortunately the agent had just what was wanted. 
The lady’s name was entered upon the diagram, and the ticket 
for the half-section paid for. The day upon which the lady was 
to start she, in company with her escort, crossed to Oakland 
and entered the car. The escort proceeded to the section he 
supposed he had engaged, but, much to his surprise, found 
that his ticket called not for a midship section, but for the 
last section on the opposite side of the car. The diagram in 
the hands of the porter (not the diagram that was kept in the 
office this side of the bay) was consulted. That tallied with 
the ticket. There was no redress. The escort, in his effort 
to digest the courteous small talk of the urbane agent, had 
neglected to critically examine his ticket and see that it cor- 
responded with the number upon the diagram that he had a 
moment before selected. The moral of this little incident is 
that the intending traveler should see to it that he gets what 
he poy ¥ when he selects a sleeping-car ticket.—San Fran- 
cisco Call. 


In the Depot. 


Two men, strangers to each other, sat side by side in the 
Brush street depot the other day. One was a corpulent, pom- 
pous man, and the other under-sized and-humble-looking. A 
third man  ocreate and without looking directly at either 
one Inqu : 

“Say, Major, will you tell me what time the Niagara Falls 
train leaves this side ?” 

Both men pulled out their watches and made answer in 
chorus, but as they did so the pompous man turned in his seat 
and said : 

‘ I suppose he was addressing me, as he mentioned my 
title.” 


“ Did you say major’” asked the little man of the in- 


quirer. 
** T believe I did.” 
**Oh—ah! I beg a thousand pardons. I understood you 


to say colonel, and a, of course, you meant me.” 

The big man lost 10 pounds of flesh in the next two min- 
utes, and it took 20 minutes’ hard walking under the freight 
sheds to cool him off.—Detroit Free Press. 


Train Wrecking by Dynamite. 


A dispatch from Denver, Col., May 24, says: ** An attempt 
to blow up a ——_ train on the Denver & Rio Grande 
Railroad with dynamite occurred here at 9 o’clock last night. 
The train was the Pacific express and consisted of seven cars 
well filled with passengers. They had reached a point about 
three miles from the Union station and near the railroad 
shops, when a terrific explosion occurred under the third 
or emigrant car. The explosion put out all of the lights 
in the train and shook the sengers from their seats. The 
train was stopped as quickly as sible. Investigation 
showed that a heavy charge of dynamite or giant 
powder had exploded upon{or under one of the rails. A piece 
of iron 17 in. in eo ye was blown out of the rail, and the 
flange was blown off of a wheel under the third coach. A 
portion of the of the locomotive was blown off, and a 


who are out on strike, for the purpose of intimidating the 
engineers who refused to join them. A number of the 
strikers who have interfered with workmen of the road have 
been sent to penitentiary by the United States Court, in 
whose hands the road is, and a very bitter feeling exists. The 
strike is being managed by the Knights of Labor, who are 
generally held responsible for the outrage. The company will 
offer a reward of $1,000 forthe detection of the perpe- 
trators.” 


Stealing a Train. 

A dispatch from Macon, Ga., May 26, says: ‘* Jesup is the 
meeting point for trains of the lower division of the East 
Tennessee, Virginia & Georgia Railroad, and has a negro 
character known as ‘Crazy Bill.’ Early yesterday morning 
a freight train of 30 cars, bound for Macon, was waiting the 
arrival of a passenger train from Macon. Bill stole into the 
locomotive cab, blew the whistle and started off, shooting 
over many switches, but keeping the track. The lunatic ran 
the train five miles, but was stalled at the foot of a hill, as 
the water in the boiler ran low. The engineer, yardmaster 
and others, on seeing the train leave, ran after it and found 
it at the hill. The lunatic, stopping, blew the signal for a 
switchman, and then sat down on the end of a cross-tie, and 
was found there by a crowd, reading his Testament. He was 
secured, and no time was lost in side-tracking the train, 
which was accomplished just as the passenger train came up. 
But for the stoppage the freight would have met the passen- 
ger in a frightful collision. The lunatic was placed in jail 
and will be sent toanasylum. The only damage done was 
the tearing up of the track in the yard at Jesup.” 


A Very Close Call. 

A most singular escape from instant death occurred at 
Goshen Sunday. It seems that a brakeman by the name of 
William Myers, living in this village, was engaged in switch- 
ing some cars at Goshen, and while giving the signal to stop 
lost his balance on the last car of the train, which was backing 
up at the time, and fell to the track beneath. The first truck 
passed over his body, when, as an eye-witness states, quick 
as a flash, he sprang out from between the wheels of the first 
and second trucks to a place of safety. Had it not been for 
a depression between the rails he would have been killed, so 
small is the space between the car trucks and the roadbed. 
As it was, he escaped with a bad bruise on one of his feet. 
He was brought to this village and his foot was dressed by 
Dr. Lambert.—Fort Jervis (N. Y.) Gazette. 

A Runaway Accident. ; 

A dispatch from Winona, Minn., May 23, says: ** About 
7 o'clock this afternoon engine 46, attached to another engine, 
started, without anybody on it, from the round-house of the 
Chicago and Northwestern Railroad. About one mile north 
of the city engine 46 broke loose from the other engine and 
came thundering down the track at full speed, striking the 
switch engine attached to five freight cars, which were badly 
damaged and piled up across the street, one car breaking into 
a frame building on the opposite side of the street, blockading 
the street completely, in the heart of the city. It wasa very 
narrow escape, for many people and teams were crossing to 
the ferry. Nobody was hurt, and the damage is only about 
$500 to the cars. 


Ornamenting the Road. 


The Superintendent of the Jeffersonville, Madison & 
Indianapolis road has instructed agents to beautify the 
grounds around their stations by making grass plots, flower 
beds, painting up, etc. The assistant engineer, who is to look 
after the work, has purchased several thousand geraniums and 
other plants, which are to be sent to the various stations and 
placed in the flower beds. 


Fast Time. 

A special train over the Bee Line recently made the run of 
26414 miles from St. Louis to Indianapolis in 6:20 hours, mak- 
ing 23 stops. Deducting the time lost in stops, the running 
time, it is claimed, was 5:08 hours, making an average speed 
of 51!¢ miles per hour for the whole trip. 





ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Camden & Atlantic .. Y., Providence & Boston.... 71 
Carolina Central. Y. Railroad Commission.... 31 
Central Iowa.. .. 5 N. Y., West Shore & Buffalo... 7 
Central Pacific... 128 Norfolk & Western.. ....... 86, 311 
Chesapeake & Ohio 5 Northeastern (South Carolina),151 
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Pittsburgh, Fort Wayne & Chicago. 
The statements made at the annual meeting last week for the 


year ending Dec. 31, give the following comparison for 1884 
and the preceding year : 
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: 1884. 1883. Decrease. P. c. 

Gross earnings ....... $9,164,041 $10,844,357 $1,680,316 15.5 
Expenses.............. 6,034,889 6,916,669 881.780 12.7 
_Net earnings ....... $3,129,152 $3,927,688 $798,536 20.4 
Other income...” ” 40,272 121,298 81,026 67.0 
Net income...... ... 3,169,424 $4,048,986 $879,562 21.7 

Paid Cleveland & Pitts. 261,949 301,467 39.518 13.1 
Balance....... ...... $2,907,475 $3,747,519 $840,044 22.4 

Interest, dividends, ete. 2,902,700 3,046,800 144,100 4.7 
Surplus.............. $4,775 $700,719 $695,944 99.3 


This shows how severely this road has suffered during the 





deep hole was torn in the ground. The attempt to wreck the 
train is believed to have been made by some af the employés 


last year, like all other roads of its class, from low rates and 
depressed business, The full report is not yet issued, 
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Boston, Concord & Montreal. 





This company owns lines from Concord, N. H., to Woods- 
ville (Wells River), 93 miles ; Woodsville to Grovéton Junc- 
tion, 52.5 miles, and Wing Road to Mt. Washington, 20.3 
miles. It leases the Pemigewasset Valley road, Plymouth to 
North Woodstock, 20.5 miles, making a total of 165.8 miles 
owned and 186.3 miles worked. The report is for the year 
ending March 31. 

From June 1, 1884, the entire property of the company 
has been leased to the Boston & Lowell Railroad Co. 

The report does not give any statement of the operations of 
the road; they will be included in the lessee’s reports here- 
after. 

The general account, condensed, 1s as follows: 








ee aeiratccelsc ace sane aian (as Loans entaasekane $459,600 
SOT MNO i CcSe Rot weseekds cow ‘ssmceees 800,000 
PPS aside bes xSdas dxietnaees8 AR, con wecaceen ee 540,400 
Me iesk.c cea tind bededews samated, detest anak $1,800,000 
AES A eee a re ee re nr 3,071,600 
Coupons and dividends unclaimed........ 16,875 
DEC ia riseS wastes vivekdchatscss bbe rctcasT hes 596,211 
MN ial cioats saa ncnoes Sag dnhcie wbdneas* aaeeka thie $5,484,686 
Road, extensions and improvements ........$4,926,851 
III SeSS cacidcess Gadde aces needviue -» 201,500 
Materials, June 1, 1884....... ............. 230,876 
Sundry accounts.... ........... 60,706 
Cash and bonds on hand.........scccscoscsceses 64,753 
——— 5,484,686 


The bonds include $200 old bonds overdue and not pre- 
sented for payment; $624,000 due 1889; $1,947,400 due 
1893, and $500,000 due 1911. The amount was increased 
by $2,000 during the year. 

The income account for the year is as follows : 










Gross earnings, April and May, 1884..... .... .......-... $140,138 
Expenses, ” - Ks DS JWeébeceaAanuesence ray 125,778 
Netearn., * ” -+» $14,360 
ED PE AGincee, lad: ateeeaees  savnnneaae . 250.000 
Lessee. 10 months’ expenses.... ...... 4.367 
Ioterest, premium, bonds sold, etc... 18,357 
Bonds and cash on hand, April 1, 1884 89,434 
Tx, ednksicnnG Ae aek ee vedawes 3 40 3: ode Senet $476,318 
Interest, back coupons, ete .............. .......$220,936 
Pemigewasset Valiey dividends.................. 30,084 
Dividends on preferred stock............  ...... 56,544 
Profit and loss ........ ...- ,00 
—_—-. 311 ,565 
Bonds and cash on hand, March 31, 1885.... ...... $64 753 


The directors’ report says : *‘ The expenditures during the 
two months that the road has been operated by the board 
have been greater than had been usual during the same 
period in former years, owing to the desire to have the 
uncompleted work relating to the road finished, as far as 
practicable, before June 1; and to the effort to put into the 
accounts all the outstanding bills for expenses heretofore 
incurred, that were presented for payment before the lease 
to the Boston & Lowell Railroad went into operation. 

‘* Negotiations which had been in progress for some time 
prior to the last annual meeting, looking toward a lease of 
this road to the Boston & Lowell Railroad Co. for a period of 
99 years, were completed soon after the annual meeting. 

‘** The corporation, at a special meeting held at Plymouth, 
June 12, 1884, ratified the propositions that had been agreed 
to by the directories of the two corporations, and on June 18, 
the lease, which had been approved by the stockholders, was 
executed to the Boston & Lowell Railroad for 99 years from 
June 1, 1884. 

“The Boston & Lowell Railroad took possession of the 
road at once under the — of the lease, and since that 
date they have operated the road. 

‘* Among the improvements which we are informed by the 
Boston & Lowell Railroad they have in contemplation, are 
the relaying of the track between Woodsville and Fabyan’s 
with steel rails, and the erection of a new restaurant at 
Weirs. 

‘* The sinking-fund bonds due in 1889 remain as stated in 
the last report. Sales of the consolidated bonds have been 
made to the amount of $2,000.” 


Cleveland, Lorain & Wheeling. 


This company owns a line from Black River, O., to West 
Wheeling, 158 miles. The following statement is for the year 
ending Dec. 31. 

The company has $1,000,000 common stock, $4,600,000 
preferred stock and $700,000 old 7 per cent. bonds, 

The earnings for the year were : 
Gross earnings ($5,431 per mile).........-..6..eee cece ees $858,001 


Expenses (67.9 per Cent.) .... ...-..ccsccccesecscresevecs 582,311 
Net earnings ($1,745 per mile) . ..... ....... .. ...-.§275,780 
I IID ino ais edisicai ne decisese cetewreceoncdcon is 20,860 
SININT 53.0. cok ati ca ste, Veasia nadia, Waa eae ouceier ia yank $254,920 


The interest charge is $49,000, leaving a surplus of $205,- 
920, equivalent to 4.5 per cent. on the preferred stock. The 
earnings were diminished by interruption of the coal trade on 
account of strikes. 


Central Vermont. 





This company owns no road, but operates as lessee the lines 
of the Consolidated Railroad Co., of Vermont, 185 miles; 
the Rutland {Railroad, 136; the Stansted, Shefford & 
Chambly, 43; the Montreal and Vermont Junction, 26: the 
Montpelier & White River, 6; the New London Northern, 
121; a total of 517 miles. The statements below are from 
the report presented at the recent annual meeting for the year 
ending Dec. 31. 

No financial statement is given for the Central Vermont 
Co. The Consolidated Co., under the agreement by which it 
bought the Vermont Central and the Vermont & Canada 
roads, was to issue $7,000,000 in 5 per cent. consolidated 
bonds. Of these $6,000,000 have beenissued and $1,000,000 
remain in the treasury. 

The earnings and income account were as follows : 








UG voccscnnces 760) onaunecececnses sadcoceoeccveses - $1,974,184 
POORER. cccccsc 22 sone se cesecvess +” pestewhnne 1,057.949 
Mail and express 108,929 
SE, <.ddcahsdkadegosseRandeb,) ede she. boon eeerweeEe ee 9,210 
Total ($6,093 per mile).... ... See. 
Expenses (66.3 per cent.)..........0602 ceseeeeseeeeeeee 2,088,031 
Net earnings ($2,055 per mile).. 053 sitecesiecee’ QULQuOmEeee 
pe re rea tere $631,532 
Interest on Consolidated Co, bonds.......... 267,850 
enema 899,382 
Surplus for the Year .....06...scccscece cossecveces $162,859 


After felicitating the stockholders upon the success of the 
reorganization, whereby the road, for the first time since 
1848, is freed from embarrassment and serious litigation, the 
directors say: ‘‘ In the plan for settlement of the claims above 
referred to, $1,000,000 was set apart for the floating debt of 
the old receivers and managers. The question has arisen for 
the consideration of the directors, and which is stil] engaging 
their attention, whether it will be more desirable to apply 
whatever balance may be found of any income after pay- 


* ment of rents and interest on mortgages to the reduction of 
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the floating debt, and thus admit of applying this $1,000,000 
to the reduction of the mortgage to $6,000,0000, or to hold 
the $1,000,000 as an available asset for improvements that 
may be in future required. The reduction of the mortgage 
to $6,000,000 instead of $7,000,000, would not only tend to 
strengthen the bonds themselves, but would also tend to en- 
hance the value of both of the Consolidated and the Central 
Vermont companies.” 

The entire track from Windsor to St. John has been laid 
with steel, with 3,000 ties to the mile, thoroughly ballasted, 
and seven important iron bridges have sup ted wooden 
structures, ll this, however, has not been done during the 
last year. The mogul locomotives haul over the heaviest 
grades 35 to 40 cars, while the old machines could draw but 
15 to 18. More than two-thirds of the Rutland (leased) road 
has been relaid with steel. ‘‘The relations of the Central 
Vermont with the Grand Trunk Railway Co. have been im- 
yroved and extended, and the interest which that company 
1as taken in the financial arrangements of the Central 
and the Consolidated companies insures its permanent 
friendship and good will. Arrangements have been made 
in regard to the Ogdensburg & Lake Champlain Railway, 
which practically secure to the Central Vermont the inter- 
changed traffic of the line, A new railway, the Canada- 
Atlantic, has been opened, which gives the Central Vermont 
access to the great lumber-producing district of Canada, and 
the opening of a new line to Sherbrooke, as an extension of 
this company’s Waterloo & Magog road, will improve the value 
of that property to the Central Vermont.” 


St. Louis & San Francisco. 


At the close of the last fiscal year, Dec. 31, 1884, this com- 
pany owned and operated the following lines : 


Miles 
St. Louis to Benen, MO... 2... cies sosccses sovds cccescac 32634 
Ca IR cs. ane Ao. 0056059 inne banis'sccbcesntedsuswss 
Peirce City, Mo., to Wichita, Kan..... 
Qromnm, HO: COTO none. s00ccdicececcs: cde rce see. 00 


Girard to Galena, Kan. (including Belt Road to Joplin) 

CS CI ncd a ac ccascoeccnnceuscostecnabstse case sennde 
Plymouth. Mo., to Fort Smith, Ark 
Springfield, Mo., to Chadwick (White River Branch). awe 
Springfield, Mo., to Bolivar....... ....ccceccccsocseccccceees 


814% 

The company also operates the Central Division of the 
Atlantic & Pacific, Seneca to Red Fork, Ind. Ter., 102 miles; 
it runs trains over the Atchison, Topeka & Santa Fe from 
Wichita to Halstead, 24% miles. 

The only addition last year was the branch from Spring- 
tield, Mo., to Bolivar, 38% miles. The average mileage 
worked was 786.23, against 734.46 in 1883. The Atlantic & 
Pacific is not included in the statements below. 

The equipment includes 103 locomotives; 39 passenger, 3 
sleeping (half interest), 12 combination, 6 postal and 18 
baggage cars; 1,774 box, 700 stock, 1,100 ore, 20 flat, 2 oil 
tank and 52 caboose cars; 1 pay and 2 officers’ cars, 6 board- 
ing and 2 wrecking cars. Additions last year were 18 
locomotives, 9 passenger, 1 combination and 5 baggage cars; 
500 box, 100 stock, 100 ore and 3 caboose cars. 

The Land Department last year sold 9,284 acres South 
Pacific and 340 acres Atlantic & Pacific lands. Its assets at 
the close of the year were 157,186 acres of land and 1,379 
town lots; $383,735 in land contracts and $183,866 in cash 
and cash items. 

The general account, condensed, is as follows: 





ON GIR. oi 0ckcs sinnpaeibhas 66 ace none - $10,500,000 
1S NSE .5. <octacueducnteens ; ... 10000,000 
— reper 4,500,000 
PI icacess 560) 0as cncwegenencens, 60060 50500 23,893,000 
ROBT BG WRIAMOE no. 000600000000 ce0eces cosesess 2,800,850 
Income account, balance. ......-cccccrce. coc. ccccecces 2,184,076 
Ws tae csebickcactansa sam a ded) siasarkakg oe Se aetna $53,877,926 
Road and property........ sian . $49,020,969 
Capital stock in treasury....... . .....-. 461,785 
St. L , Wich. & West stock and bonds.. 880,121 
Bills and accounts receivable.... ... pom 222.622 
CR stand esoon thay cabas asa aee Caan 292,429 
— — 53,877,926 


The funded debt includes $7,144,500 South Pacific bonds ; 
$5,666,500 A, B and C bonds ; $1,095,000 Missouri & 
Western ; $1,350,000 trust bonds of 1880 ; $837,000 equip- 
ment bonds ; $2,000,000 St. Louis, Wichita & Western and 
$5,800,000 general mortgage 6s. The interest charge is 
$1,441,390 yearly. Changes last year were the issue of 
$56,000 equipment bondsand $1,800,000 general mortgage 
6s, and the retirement of $60,000 equipment and $5,000 
Missouri & Western firsts ; a net increase of $1,791,000 dur- 
ing the year. 

The traffic for the year was as follows : 





Train-miles : 1884 1883. Inc. or Dee. P.c 
Passenger........... 908,6 728,622 I. 179.989 24.7 
| ee 2,032,256 1,619,382 I. 412.874 25.5 
ee 76,2) 40,556 I 35,704 87.1 

Total..... ie atcaals 3,017,127 =. 2,388,560 L 628,567 263 
Pass. car miles.. ... 3,844,648 3.143.475 I 7OLI73 22.3 
Freight car miles... 30,991,735 23,735,553 I. 7,256,182 30.6 
Passengers carried .. 612,127 428.987 I. 183,140 42.7 
Passenger-miles..... 32,796,181 25,872,527 I. 6,923,654 26.8 
Tons freight carried. 962,530 784,735 1. 177,895 22.6 
Ton-miles. .. ....216,951,999 162,384,768 I. 54,567,251 33.6 

Av. train load; 

Passengers, No..... 36 [ee _ 
Freight, tons... ... 107 100 LL. 7 70 

Av. receipts : 

Per pass.-mile..... 2.87 cts. 3.26 ects. D. 0.39 ct. 12.0 
Per ton-mile.... .. a. = [a =  S. @ae* 8.7 


Locomotive service cost 16.86 cents per mile run. The 
earnings per train-mile were 157.90 cents gross and 91.47 
net: per car-mile, 13.33 cents gross and 7.72 net. 








. The earnings for the year were : 
4 fis 1884. 1883. Ine. or Dec. P.c. 
Freight. cee c eee. $3,406,414 $2,793,503 I. $612,911 21.9 
Passengers....... 941,161 842,266 L. 98,895 11.7 
Mailand express. 210,793 178,895 I. 31.898 17.8 
Miscellaneous .... 85,228 1. 3.327 4.1 
ey $4,643,596 $3,896.565 I. $747,931 19.2 
Expenses..... ... 2,135,378 1,823,1<9 I. 312,249 17.7 
Net earnings ... $2,508,218 $2,073,436 I. $434,782 21.0 
Gross earn per m. 5, 5,305 I. 601 11.3 
Net “ - 3,190 2,823 I. 357 =:13.0 
Per cent. of exps. 45.99 46.79 OD. 0 80 Sean 


Expenses include improvements and taxes, which amoun 
to $181,801 last year, against $230,970 in 1883. 
The income account was as follows : 








earnings, not appearing in the accounts at all. In 1884 the 
company used its own track between those points, but rented 
certain terminal facilities in St. Louis Carondelet; the 
rental paid for these appears in the income account. 

Earnings were diminished by the general business depres- 
sion and by the low prices of grain, which prevented a rompt 
movement of the crops on the line. The iron ore traitic was 
also much lighter than in yet eg ears. Some increase was 
derived from the live stock traffic from the Central Division 
of the Atlantic & Pacific. 

Expenses were low, notwithstanding the general decrease 
in rates. Renewals and improvements included 3,344 tons of 
steel rails (67 Ibs.) and 258,424 new ties. There were 489 ft. 
of tron bridge built to replace wood, a number of new build- 
ings erected and other improvements made. There are now 
688 miles of the road laid with steel rails. 

The new equipment added during the year is covered by a 
trust amounting to $527,386, payable in 20 half-yearly in- 
stallments. 

The report gives a long account of the relations of the com- 
pany to the Atlantic & Pacific, which is substantially the same 
as that recently published in the Atchison, Topeka & Santa 
Fe report. 





Delaware & Hudson Canal Co. 


This company owns a great anthracite ¢oal property in Penn- 
sylvania, to which its canal and railroad operations are chiefly 
auxiliary. It owns the Delaware & Hudson Canal, from 
Honesdale, Pa., to the Hudson River at Rondout, N. Y., 108 
miles, and owns or leases and works the following railroad 
lines ; 


Miles. 

Pigmowth, Pa. 06 Mimevelh, WY... .0..25. scescccscccccceccececs 59 

Branches and IR Ss annds 06 adtaeseessenbesdae codes 98 

Cherry Valley, Sharon & Albany.... ........cccseee ce ceece 21 

ODOR Ge MIE cas . vos.ccce cuesiesedssessevcste. os 14 

Schenectady & Mechanicville .............cccccceesees cone oe 19 

Total owned ...... . bein deleitis bib eektad bate dimbiaes ence 211 
Albany & Susquehanna, NN 6 iinteetaennndpanndeonik 142 
Rensselaer & Saratoga and branches, leased.. ....... . 183 
New York & Canada, leased and stock owned............ 150 

— 475 

cians | son nasngienlee cu, <Abias dieidio tetanic cag heuer 686 


Adding the canal, there are 794 miles of transportation 
lines worked. The company alsoowns nearly 200 miles of 
tramways and mine roads in its mines, of which about 150 
— are under ground. The report is for the year ending 

ec. 31, 











The condensed balance-sheet is as follows: 

Liabilities: 
Ee a ee 
Bonds: 

Dress, Stenaevbbowbadsdissents as chenen $5,549 000 
_ | Saeeere a re eee . 4829,000 
ere iccbeew hechineks 5,000,000 
—--— 15,378,000 
Interest and dividends payable January, 1885........ 5789 175 
PE tio: sick ote raph edissinsieeudebiicteccencns 148,518 
Dividends and interest unclaimed.... .. ............+. 50.382 
ere erry ae 2,187,732 
Ta ce Whekendanbes eens esos Eee ee $41,845,805 
Assets 
OE iss ncrcnnans Rebanaknd(G2cb- at add keke predakien a $6,329.210 
Railroad and equipment................ - gn ee 6,468 684 
Real estate .....-. hates Sabeakearede> denne dhecslens 9.325.365 
PD CPT OIID. ocpncsdscacdaese 156 Sescsadenees “cos 2,388.7 
Mine fixtures and equipment ... ... pected sccnseesdeedes 403,708 
Boats, barges und steamboats .. ............seeseeeese 617,889 
ee ee ee. errr rte 172,890 
Lackawanna & Susquehanna R.R........ bnbesonenen -. 1,022,938 
Cherry Valley, Sharon & Albany RR.................. 300.000 
Se Te Ae Ck. Bie va 000040600 5006060000 000000 8,567.07 
Lackawanna Palace Car Co... ......ccccscsccceccceess 28.300 
Mechanicville & Fort Edward RR... ..............+06. 51,928 
Schenectady & Mechanicville R. R.... .... .. ........ 211,526 
I TI so 5.0.05 ccnnsescescecdebncenss. cocessaeecs 14,735 
ITE A 090.9: 6000006 0040:0408%0606645. 04 20000008 1,611.254 
SEE Centaeknscss Weddens, Ghbbenesnascenaseneses 892, 
DACRMSOR DS TOREOD IIR oi. odd sce cccsiceesnces cerccs - 1,502,789 
Miscellaneous assets, bonds.............ceceseecceseees 148, 
D- Achieinenee Aeebehhnbanreheineshe. b s4eenngsnsces 3,223,451 
OE OU CI ann desc sdy dae Wekh> © eneneinetdse > 698,121 
RRP BEE yor ere 1,122,648 
Bills and accounts receivable........ 2... -..sssee0.ee 1,701,164 
ks xentt aids Sack) debe a beaeeed bkcabesie $41,843,805 


Miscellaneous assets include under stocks $854,000 Albany 
& Susquehanna; $1,607,700 Rensselaer & Saratoga ; $145,- 
651 miscellaneous stocks, and $616,100 Delaware & Hudson 
Canal Co., unsold. 

Stock was increased $3,500,000 during the Py by new 
stock sold, the proceeds being used to pay off $3,385,000 
maturing bonds. The bonded debt decreased by that 





amount. 
The coal tonnage for the year was: 
1884. 1883. Inc. or Dec. P. c. 
Produced from Co.’s mines.3,362,680 3,512.973 D. 150293 4.3 
Transported for others.... 632.697 584,246 I. 39,451 6.7 
NN eke aiid 3,986,377 4,097.219 D. 110,842 2.7 


Mining was suspended 103 days last year, against 60 days 
in 1 


in ’ 
The profit and loss account was as follows : 





Dade of onal So Woe. BL, BOD .o oso ccccccccvsecesccoses 213,157 
DCM sciictctsid stereos shetsiaerstnshetvedeuhas 47,240 
Net earnings Pennsylvania railroads................... 30,542 
icons snctnenmiabesebeoons 284,464 
IIS 0. c000 06 concerns s0000 cescecces 486,930 
Coal on hand Dec. 31, 1884; tons, 413,579 ............ 892,804 
WS oe cwadsste laced. svduseseacenc Weeks Gewnion $10,755,137 
Coal on hand Dec. 31. 1883; tons, 297,491. .. $745,436 
BOE GG. cce scocce coos kbps. aviek won een 4,549.4: 
Tranportation expenses, cr nal, lease, etc. . ..1,455,805 
Transportation to tide-water, via Erie........ 557,501 
Rondout CZPCNSES.... 0... .ccccscces © © cove 137,112 
Weehawken expenses . ..... ......--. .... 34,827 
Salaries, rent, miscellaneous and law ex- 
penses........ (okncdae "aks sansudanbseeasont ax 169,988 
DEG hc Gains. Seenhess sebaete seek: Abndne 244,420 
BED 005 sees -Debncesdesesessce 00 00 1,198,885 
Loss on Jeased lines... ...........-seseeees 174,490 
— 9,267,043 
Balance, profit for the year.. ............-..000+ $1,488,094 


This profit was 61¢ per cent. upon the amount of the capital 
stock as it now stands, or 6 5-6 per cent on its average for the 
year. The dividends paid were 7 per cent. 


The total receipts from all sources and the ments on all 








Net Qarattes, eeAbers 2. .ck cc. cck Leech éesensss $2.508,218 
Interest and dividends received........  ....se.eeeeees 14,336 
Wat ss o0icd dished eow sab wanpen .. $2,623,054 
Interest, remtals, O66. .........c0sececcccesee $1,826,446 
Dividends, 7 per cent. on first-preferred 
Giese ac cee) 1 dhakere chatenks ncaelatee 
—- 2,141,446 
Balance, surplus for the Es cn acknnsdttpaweeoden $381,608 
PONG, PO. 2, MOMs oo sales oo andk des sdcbece ocesoabes 1,802,468 
Total surplus, Jan. 1, 1885..............00cees eens $2,184,076 


In 1888 the amount 


, id the Missouri Pacific for the use of 
its track from Pacific Yt i 


to St, Louis was deducted from gross 











accounts except dividends, compared with and 1882, 

were as follows: 
1884. 1883. 1882. 

OGD asa sdnsoses $16,379,02 $17,842,499 $15,473,927 

PONEEB 6065. 00 cscs 1,549 871 12,456,174 10,422,324 

WUD. cecktessscck $4,829,150 $5,386,325 $5,151,603 

Charges. . ovses 3,341,056 3,390,482 3,313,402 

Net income ... $1,488,094 $1,995,843 $1,838,201 


The net surplus shows a decrease of $507,749 (25.4 per 





cent.) from 1883, and of $350,107 nS per cent.) from 1882. 
The operations of the leased lines (475 miles) for the year 
were as follows: 











1884. 1883. Inc. or Dec. P.c 

Freight.......... --+» $3,487,050 $3,743,128 D. $236,078 6.8 
Passenger.....- ile 1,610,801 1,603,386 I. 7.415 0.4 
iat nsccascnccee 79:5 72.292 I. 7210 10.0 
I $5,177,353 $5,418,806 D. $241,453 44 
Expenses.....-.-.... 3.454.002 °3,577°349 D. 123/257 3.4 
Net earnings...... $1.723.261 $1,841,457 D. $118,196 6.4 
Rentals.......... ... 1,897,751 1,839,552 I. 58.199 3.2 
Surplus or deficit. Def.$174,490 Sur.$1,905 D. $176,395 .... 
The loss in earnings last year was in freight, and chiefly on 


the coal traffic. 
The earnings of all the railroad lines, including that owned, 
were : 


Net 
Earnings. Expenses. earnings. 
Albany & Susquehanna... ... $2,397,946 $1,646.825 $751,121 
Rensselar & Saratoga........ 2,104,990 1,298.685 806,305 
ee are .. 674.416 508,581 165,835 
Pennsylvania Division...... 2.022.510 1,191,968 830,542 
1 Se RE EE. 7,199,862 $4,646,059 $2,553,803 
Interest, rentals and dividends.................. oe 1,897,751 
POTS Gab GOP. ov ees incstdee caipricsiice aces $656,052 


The President’s report says : ‘‘ The mining of coal was sus- 
pended for 103 days during the year. Under the policy of 
restriction the surplus, or dividend fund, has steadily in- 
creased, notwithstanding the payment for several years of 
dividends of 6 and 7 per cent. per annum. This policy has 
been again adopted by the anthracite interest, though the 
method of carrying it into effect has been changed. It is 
believed that this method, known as the percentum or allot- 
ment plan, will show decided advantages in the economies of 
mining. 

‘* The leased roads of the company bave shared in the gen- 
eral business depression thet marked the year, and show an 
aggregate loss of $174,901, a result which has its encourag- 
ing feature in being relatively better than the showing of 
very many railway —— 

‘* There were $3,500, of bonds retired during the year, 
and 35,000 shares of stock were added to the capital ac- 
count. 

“The financial position of the company is a strong one, 
and the many stockholders who have expressed anxiety 
thereto, owing to unfounded public statements, will find reas- 
surance in referring to the figures given herewith; and, in 
this connection, your managers desire you to remember, in 
reference to dividends, that the policy of the company has 
been to pay the dividend of any given year out of the pre- 
vious earnings. 

‘“In concluding this report, it is more than proper to al- 
lude to the death of Mr. Thomas Dickson, late President of 
the company, which occurred on July 31. In recognition of 
his long and faithful services to the company in various po- 
sitions, your managers adopted a minute and resolutions ex- 
pressive of their high opinion of his worth.” 





Pacific Mail Steamship Co. 


This company owns a large number of steamships and runs 
lines between New York and Aspinwall: Panama and San 
Francisco; Panama and Central American and Mexican 
orts: San Francisco, Yokohama and Hong Kong; San 
rancisco, New Zealand and Australian ports. The report 
is for the year ending April 30. 
The general account is as follows : 


CR RON iso's. insscecsvosacsone cvvcess ovsenspatios $20 000,000 








DENS Gsbdatesccines. pcsuckivesshubed been seeeaon 349,842 

TL icin: Auadedd oka paeheake aiid Redcendinn ae .$20,349,842 
Cost of steamers ................. .. $11,543 681 
Real estate and improvements ............. 1.079.513 
Mises cchhabasecses soba00.0e 503,611 
Insurance r-serve fund...................+- 80 000 
Cash and accounts receivable.............. 613 441 
OUOEEE END cnscsossccs coscrdecten.nbece 6,529,596 

— — 20,349,842 

The principal change is the disappearance of the amount 


due Panama Railroad Co., which was $838,944 a year ago. 
The earnings for the year were: 


1884-85. 1883-84 Inc. or Dec. 








P. c. 

Freigbt . $5,189,819 $3.083,683 1. $106,126 3.4 
Passage .. 1.381,425 1,319,388 I. 62,037 4.7 
Subsidies 200,016 291.190 D. 91,174 3L.3 
Miscellaneous..... 54,934 93,638 D. 38,704 41.2 
Total............ $4.826.194 $4.787.899 L $38,295 08 
Expenses ..... .. 3,209,134 3,394,419 D. 185,285 55 
Net earnings. ..$1,617,060 $1,393.480 I. $223,580 161 
Per cent. of exps. 66.5 70.9 D. 44 bees 


The net earnings were equal to 8.09 per cent. on the stock, 
against 6.97 per cent. in the preceding year. 

The report of President J. 5 Houston says: ‘On Dec. 
31 last the company paid off the entire amount of its indebt- 
edness to the Panama Railroad Co., and the earnings since 
that time have sufficed to continue dividends at the rate of 
5 per cent., leaving the company at the present time with a 
cash balance of nearly half a million dollars. 

‘Congress, at its last session, appropriated the sum of #400,- 
000 to pay the different American steamers engaged in the 
foreign carrying trade for the transportation of mails. 

** The Postmaster General will, during the coming month, 
decide upon the policy to be adopted by the department in 
regard to the amount which each line is entitled to for the 
service it renders. The claim of this company will be laid be- 
fore the Post-Office Department by its counsel, and we have 
every reason to believe that we will be treated ina just and 
business-like manner. 

‘* The revolution which lately occurred on the Isthmus of 
Panama has been suppressed through the prompt action of the 
Navy Department in sending a force to that region sufficient 
to protect the interests of Americans and put an end to the 
rebellion. 

“This company was exceptionally fortunate during the 
trouble that arose there in that, while a large amount of prop- 
erty belonging to the Panama Railroad Co. and other 
corporations was destroyed, we suffered only from a tempo- 
rary suspension of business, which has now been resumed. 

“* Notice was given during the month of March last by the 
overland railroad companies of the abrogation of the n- 
tee which had existed during the last three years on the 
business between New York and San Francisco. 

** A new arrangement has been entered into by the man- 
agersof the company, under which the guarantee has been 
reduced (in co uence of the large falling off in the busi- 
ness to and from that section) to $85,000 per mcnth. We 
have no doubt that, with a more prosperous state of affairs 
in the United States, the companies will see tue justice of 
increasing the guarantee to the amount which we formerly 
received. 

‘The ships of the company have been maintained in a 
state of the highest efficiency, and I have no loss or accident 

to report that is worthy of your attention,” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for foes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early infe~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 

ortant to our readers. Those who wish to recommend 
heir inventions. machinery, supplies, financial schemes 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis 
ing patronage. 








THE LAKE SHORE’S QUARTERLY REPORT. 


The report of the LakeShore & Michigan South- 
ern Railway for the first quarter of this year shows it 
to have been, with one exception, the worst quarter 
for gross and net earnings, and for the shareholders 
the worst quarter without any exception, this com- 
pany ever experienced. It had several bad seasons 
after 1873, but the worst of all was in the first half of 
1877, when very light traffic and very low rates—an 
inheritance from the railroad war of 1876—combined 
with large working expenses to reduce its profits. In 
the first quarter of 1877, the gross earnings were but 
$3,059,074, or 54 per cent, Jess than this year; the 
working expenses slightly less than this year ; and the 
net earnings only $749,127, or 16 per cent. less than 
this year. In 1877, however, the fixed charges were 
but $693,814, so that there was then a surplus of 
$55,213, while this year there was a deficit of $62,606. 

With any other year than 1877 the comparison is 
very unfavorable. This is not always the worst quar- 
ter of the year for this road ; in 1880, more than 28 per 
cent. of the net earnings of the year were made in 
this quarter ; in 1883, 23} per cent., and last year, 23% 
per cent. again. At this rate the net earnings for this 
year would be $38,764,000, while interest and rentals 
will be $3,836,000. Thus, unless the improvement 
in the three remaining quarters of the year over the 
first quarter is not greater than it was last year and 
the year before, this great road, which earned a profit 
of $11.28 per share for its stockholders in 1880, and 
more than $8 per share in each of the next three 
years, will hardly earn its fixed charges. Below we 
give the gross and net earnings, woking expenses, 
fixed charges and surplus available for dividend in 
the first quarter of each of the last 13 years: 








Gross Net Int. and 
Year. earnings. Experses. earnivgs reotals. Surplus. 
oo ae $4,82 ',230 $5,221,317 $1,598.963 $663,640 $935 323 
. 4,424,385 2,773,158 1 ‘227 742.048 949.179 
4,458,923 2702326 1.786597 702,574 1,084,023 
3.386.535 2,146,682 1,229 853 689,97 59,856 
.059 074 2,309 947 749.127 695914 55,25 
3.519.524 2,096,071 1,423,453 679.698 743 755 
3,537,524 2.084,07L 1.453.453 688 747 764.706 
.723.843 2 285,603 2.498.240 722.009 1,776,231 
4,468 954 2,646,862 1,877,092 681000 1,141,992 
3,899,440 2,722,778 1,176.962 750.000 426,966 
SF 4,838,617 3.061.202 1,777,415 874.702 902,713 
18 3,084,022 2.330,831 1,353,191 930.167 $23 024 
1885....... 3,245,071 2,338,478 896,593 959,199 *62,606 


” * Deficit. 

This unfavorable result is not due 
jng this railroad alone or especially, but to general 
causes affecting all the western connections of the 


to causes affect- 


trunk lines and the trunk lines themselves. When 
we found that the New York Central’s business in 
this quarter exceeded its fixed charges only by a very 
small amount, not one-fourth as great as usual, we 
could hope that its experience was exceptional, be- 
cause it is suffering from a competition which affects 
greatly nearly all its local traffic, passenger and 
freight, by which no other old road is affected 
to anything like the same extent. But nothing 
of the kind has been hurting the Lake Shore. 
Its disease is the epidemic of unprofitable through 
rates and general depression of business, from which 
the Michigan Central, the Western lines of the Pennsyl- 
vania the Erie and the Baltimore & Ohio, the Cleve- 





land, Columbus, Cincinnati & Indianapolis, and other | no di¥idends, or very small ones, when rates are low; 
lines similarly situated suffer also, about in pro-|a consequence of which is that none but the very 


portion to their shares of the through passenger 
and freight traffic. This traffic has not been 
light this year. Judging by the Chicago shipments, 
the east-bound movement of freight has been ex'!ra- 
ordinarily heavy; the west-bound movement has prob 
ably not been as great as in some other recent years ; 
the passenger traffic at least as heavy as usual. 

The local traffic, doubtless, is less than in other re- 
cent years, and some part of the reduction of profits 
is due to this It is evident, however, that the 
greater part of it is due to the reduction in all through 
rates. 

And the amount of the reduction indicates that the 
through rates have hardly equaled the cost of the 
through traffic. Nearly three-fifths of the mileage of 
this road consists of branches, many of which have 
an important traffic, and the main line has several im- 
portant cities on it, and the road hasa very heavy 
Jocal traffic. Last year’s report showed nearly three- 
fourths of its passenger traffic to belocal. Its through 
and local freight are not reported separately, but on the 
Michigan Central, with much fewer important towns 
to give a local traffic, 45 per cent. of the freight was 
local Jast year. 

It seems altogether probable, then, that nearly the 
whole of the $896,600 of net earnings this year was due 
to the local traffic, and that the heavy through traffic 
yielded no profit. The reduction in through rates 
however. affected the rates on a very large part of the 
local traffic, so that the effect of that reductionis not 
measured by the decrease in the earnings from 
through traffic alone. Whether this road will do bet- 
ter during the rest of the year than in the first quar- 
ter will depend chiefly upon the course of through 
rates. Unless there shall be an improvement 
in these, nothing that now scems probable is likely to 
increase the profits of the road largely. A great in- 
crease in local traffic might do so, but a great increase 
is not to be expected this year. Should industries re- 
vive as rapidly as in 1879 even, they could give but a 
few months of really heavy local traffic this year 
Great harvests affect this road’s local traffic less than 
that of lines further West, and what they can do for 
it was done in the first quarter of this year, when the 
movement of farm produce was extraordinarily large. 

As we said of the Michigan Central in reviewing its 
statement for 1884, this company cannot afford to 
have things get any worse. The whole surplus over 
fixed charges has been swept away already, and we 
may be sure that the working expenses have been kept, 
down to the lowest possible limit. It is perhaps 
encouraging to find that at a time when there was no 
profit on through traffic and local traffie was unusually 
depressed, the company was able to earn its fixed 
charges. But it also appears that under existing 
circumstances the stockholders must depend upon the 
through traffic for their income, and that unless some 
way can be contrived for advancing through rates, 
they must go without dividends. 

One is naturally led to wonder what can be the con- 
dition of other roads parallel to the Lake Shore, when 
it, which usually has alarge surplus over fixed charges, 
has had it all sweptaway. How can it be with the 
Michigan Central, which had very little surplus last 
year, when the Lake Shore’s net earnings were 53 per 
cent. more than its fixed charges ? How with numer- 
ous other westerr. connections of the Eastern trunk 
lines? More than one must have failed to earn its 
fixed charges in the first quarter of this year. As the 
rates are even worse now than then, they must be 
increasing their deticiencies now ; and as there is no 
prospect of a considerable improvement in local traffic, 
and as the through tr affic is and has been large, it is 
hard to see how some of them can keep out of receivers’ 
hands unless there is some improvement in through 
rates before the end of this year. There are many 
companies in this territory on which the traffic car- 
ried at trunk-line rates is but a smal] share of their 
whole traffic, and these of course do not suffer so 
greatly from the low through rates, though their local 
earnivgs are usually more or less affected by them. 
But generally we may say that such roads as depend 
partly on the profits from through trunk-line traffic to 
pay their fixed charges are now in a precarious con- 
dition. 

And it also appears that unless some means can be 
contrived to maintain through rates, the profits of the 
stockholders of the trunk lines and those of their con- 
nections which have a heavy through traffic must al- 
ways fluctuate very greatly. In the first quarter of 
1880 the Lake Shore made $3.92 pershare for its stock- 
holders. This year it got them in debt a trifle. This will 
be a general experience if through rates continue to 
fluctuate as they have done, and hundreds of millions 
of the stocks of the most important railroads will pay 





wealthy can afford to own such stocks—none who 
depend for part of their support on an income from 
their investments. This has long been too much the 
case in this country, but is more so than ever now ; 
and outside of New England there are few companies 
whose stocks are considered safe as a permanent in- 
vestment by men of moderate means. 








THE MECHANICAL DIFFERENCE BETWEEN 
TIGHT AND LOOSE COUPLINGS. 


It may clear the ground somewhat and perhaps 
save the drawing of more extended and general con- 
clusions than was intended from the practical consid- 
erations suggested in our article on ‘‘ Tight versus 
Slack Couplings” (issue of May 8) if we"briefly deter- 
mine what is the theoretical difference in power gained 
for starting trains between various forms of slack or 
loose couplings. Thisis easily done by a process easily 
followed, although, of course, when it is done we are 
still a long way off from having all the data needed 
for an intelligent conclusion. 

To move a train takes not simply a pull, .meas- 
urable in pounds, but work, measurable in foot-pounds, 
The advantage of the slack is that it enables the 
engine to do and store up (in the form of velocity) a 
litle work in advance of beginning actually to move 
each car. An instant thereafter, just as the dead pul] 
comes, the stored up work is added to the dead pul], 
reducing of course the velocity of the engine propor- 
tionally. but enabling it to exert for the momenta 
pull two or three or twenty times as great, just asa 
hammer will exert fora short distancea push on a 
rail of many times its own dead weight. 
A Iccomotive having 40 tons on the drivers will, with 

adhesion of one-fourth, exert a pull behind the 
tender (less its own resistance, which we may neglect) 
of 10 tons or 20,000 Ibs., 7. e., it will do 20,009 foot- 
pounds of work for each foot it passes over, or 1,667 
foot-pounds for each inch it passesover. If only a 
part of this is used to overcome the retarding friciion 
of the train, the remainder will be stored up in it in 
the form of an increase of velocity. If there be no 
resistance behind the tender, the whole of this force 
will be stored up in the engine and speedily give ita 
great velocity.* 

It is now well determined that the journal friction 
at the instant of starting a train is several times greater 
than when it is once in motion, amounting to 15 to 18 
Ibs. per ton, as against 4 to 6 lbs. per ton when the 
train is once under way. This extra resistance de- 
creases very rapidly, but not by any means instan- 
taneously, so that there is considerable Joss of power 
for several car-lengths atleast. In addition to this 
some extra power must be stored in each car to make 
it moveatall. To give a velocity of 10 miles per hour 
in a distance of 710 ft. is equivalent (see Table IT., in 
issue of May 15), to lifting the car through a vertical 
height of 3.55 ft., in that distance, or to hauling it up 
a grade of 0.5 per 100, on which the resistance would 
be 10 Ibs. per ton. It is for these two causes chiefly 
that difficulty occurs in starting trains, and their net 
effect is that from 10 to 15 lbs. per ton extra tractive 
power for afew car-lengths is, if not strictly essential, 
very desirable for the convenient handling of trains. 

By a loose coupling the engine assumed is enabled 
to do and store up extra work, in advance of moving 
each car. to the amount of 1,667 foot-pounds for each 
inch of slack, which is sufficient todo 10 Ibs. per ton 
extra work on the car (in addition to the direct work 
of the engine) for a distance of [1,667 + (80 x 10) =] 
5.56 ft. If the slack be 2 in., the gain will be twice as 
great, and if 6 in., six times as great. Ordinarily there 
is from 2 to 4 in. slack in each link in addition to that 
from the motion of the springs, and it is p!ain that as 
there is that much slack to each car, the whole work 
done by the engine in moving over that distance may 
be considered as devoted to that one car, so that if in 
a 20-car train there were 10 ft. slack in all, one- 
twentieth of the whole work done by the engine 
(behind the tender) in moving over that 19 ft. may be 
considered to have been done on each car individually. 

Were an absolutely tight coupling used, this advan- 
tage would be wholly lost. Such couplings are never 
used, however, but in practice, both with tight and 
loose couplings, the question is affected by the springs. 
The standard buffer spring has now a capacity of 
18,000 lbs., and a total ‘* motion” of usually 2 in. or a 
little more, but sometimes 3 in. The springs affect 
the question in two ways: 

(1.) By setting brakes on the rear end of the train 
and backing hard against them the springs are com- 
pressed, thus storing up in them work done on the 


an 








* The manner of determining how muck velocity a given amount 
of work in fvot-pounds will give. or how much work must be 
done to give any stated velocity, was explamed im our issue of 
May 14 (‘‘ The Calculation of the Efficiency of Brakes ’’). 
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backward motion (to be given out again on the for- 
ward motion), in addition to giving the engine a chance 
to do extra work in going forward, while it is moving 
through the distance by which the springs have been 
compressed, precisely as if there had been an absolute 
slack of that amount without any spring. 

2.) The springs are again compressed on the for- 
ward pull (whether with tight or loose couplings) so 
as in effect to increase the slack by the full amount of 
the compression caused by the pull of the engine, less 
the work lost (stored up in the spring) to cause that 
motion. 

The amount of work in foot-pounds which can be 
stored in even a powerful spring is not great. To 
begin compressing a buffer spring takes almost no 
pr ssureatall. To finish compressing it takes the 
full pressure of 18,000 lbs. Thus it will seem reason- 
able that the average pressure should be, as itis in 
fact, half its ultimate capacity, and that the work done 
in foot-pounds and stored up in one such spring hav- 
ing a motion of 2 in. is 9,000 x 2 + 12 = 1,500 foot- 
pounds, or, as there are two such springs to each car, 
3,000 foot-pounds per car. If the pressure be only 
one-half or one-third as great, the motion also will be 
only one-half or one-third as great, and consequently 
the work done (pressure X motion) and stored in the 
spring will be only one-fourth or one-ninth as much. 
Thus full compression of the springs is essential to 
store any amount of power in them. We then store 
work nearly equivalent (3,000 against 3,333 foot-pounds) 
to that done by the engine in moving over two inches 
of slack. With only half that compression, the stored 
work is equivalent to less than 4 in. of slack, and 
with one-fourth the compression, to less than + in. 

Adding together what is stored by compression and 
gained by the (in effect) ‘‘ slack” caused by the com- 
pression. we have, in equivalents tu inches of slack per 
car, the following as what is gained by backing up to 
cémpress the springs : 

ce” ocinge sone * atone Buffer springs 





ully al one-fourth 
compressed, compressed. compressed. 

Stored in spring. ...... 2 in % in. Vg in. 
Gained in dist’ce (springs 

having 2 in, motioa).... 4 in. 2 in. 1 in. 

WT io nwieek caksiuen 6 in. 2% in. 1\ in. 
Or. with springs having 

BIR. TOMO 655 os cscs 3% in. 15g in. 


As against from 3 to 4 in. actual slack with loose 
couplings, neglecting in each case the motion gained 
by the recompression of the springs on the forward 
pull, which is common to either method of coupling. 

Thus it appears that as between slack couplings with 
no backward compression of springs (against brakes on 
the rear of the train) and tight couplings with full 
compression, the tight couplings have decidedly the 
best of it with full compression of the springs; but 
that is nota fair basis of comparison, because on the 
one hand the tight couplings will rarely get a fall 
compression, and on the other hand the loose coup- 
lings (1) will rarely be without some, and (2) need 
never, if thay choose, do without the full compres- 
sion, since it is clear that whatever advantage is 
gained by previous compression of springs is equally 
open to either coupling, leaving any actual slack asa 
net gain in favor of the loose coupling. This is, or 
ought to be, a mere truism, leaving as the only ques- 
tion in doubt whether or not we can gain, not as much 
extra power (which is in the nature of things impos- 
sible). but all we need, by the assistance of the springs 
only without actual slack. 

The extent to which the springs can be compressed 
by backing against them depends, it is important to 
remember, not uron the push of the engine, but upon 
the resistance of the brakes at the rear, which must 
be at least 18,000 lbs., or 9 tons, to obtain full compres- 
sion. To obtain this requires the brakes to be set with 
their full working force on wheels carrying at least 45 
tons at the rear of the trains. Brakes set on the caboose 
only (say 9 to 11 tuns) will give considerably less than 
one-fourth to one-fifth of this resisting force, so that 
the resulting gain as determined above is rather slim 
as a sole reliance, although when added to 2 to4in. 
actual slack it may be an effective assistance. More- 
over, unless the brakes at the rear are released at just 
the right moment, neither too soon nor too late (a diffi- 
cult matter to secure in practice), part or all of the 


advantage of the back compression of the springs will 
be lost. 


The recompression of springs on the forward pull 
adds effectively to the slack with any form of coupling. 
The average for the whole train will be something over 
half the full motion of the springs, from which, to 
obtain the net gain of power, is to be subtracted the 
power stored up in the springs to produce the com- 
pression, and so, for starting purposes, lost. The net 
addition to the effective slack per car is about half the 
motion of one spring, or 1 to 14in. per car, common 
to all systems of coupling. 


if any ; (2) track compression, full and partial, and (3) 
recompression on the forward pull, we may obtain 
the following approximate comparison of the mechan- 
ical effect of various couplings and modes of starting 
in inches of equivalent slack, each inch being equiva- 
lent to about 1,667 foot-pounds of extra work, or 
enough to supply 10 Ibs. per ton extra actuating force 
to a 30-ton car for a distance of 5 to 6 ft., more or 


less : 


Tight couplings. Loose couplings.— 
With springs yg a motion of-— 
; 2in : — 


3% oy "5% 


Including both slack and 
gain by compression .— 


2 in. 
Slack only, including for- ‘in. 
ward compression...... 0.0 0.0 
Back compression of springs 
with equivalent slack 
gained thereby. 


in. 
3005 


Full compression neal eke 7 9% : toll 11% to 13% 
ns |.)  () taxbeene 3% 5 to 7% 7 to 9 
ae - — gisceaen 2! 3 4 to 6% 5% to 7% 


This comparison still assumes, as respects the gain 
from back compression, that the brakes are released at 
just the right moment, a condition which will not 
ordinarily obtain. Granting it to have been measur- 
ably obtained, it will be seen that 1 in. extra motion 
in each spring is a very fair equivalent for 2 in. of 
slack, but the question will still remain, whether with 
the long and heavy trains in use there is not urgent 
need for all the assistance which can be gained from 
slack and from other sources as well; whether, in 
other words, average freight trains are not suffering 
for lack of starting power as they now are. 








THE MAXIMUM EFFICIENCY OF BRAKES. 


TL. 

From the footings of the various tables given in the 
first part of this article, in our last issue, we 
abstract the following striking comparison between 
what was actually realized in practice and what was 
deduced by Captain Galton from records made (by the 
same apparatus) of the action of the brakes on a 
single axle under the experimental van. All the 
records being entitled to equal and great credit. such 
differences as exist between them are to be ascribed 
to differences of conditions and not to error in either 
one or the other. That such differences do exist is 
evident to the most cursory inspection : 

ABSTRACT FROM TABLES I. TO V. 











| Ratios of 
> | Ratiosof brake re--brake re- 
< __i|tardation to load on tardation to 
Z braked wheels. pressure on 
9 |brake bi’ks. 
w a a —_ | 
3 ! 
® Galton. 
Portions of stops. & | West’ghouse Theoretical 
= (Table I.) 
= Uniform 
a — pressure. 
3 re 
"3 j Nn re 
> |Regu RB 5 (After) 5 
g lar | 85 = 10 = 
ba stop. 2 = secs = 
Last fraction of 100 ft.| 8to 10) 20.9 (19.3 19.3 | 24.0 25.0 
Last even 100 fi........ 20 (13.6 (129 | 11.6 (133 | 18.2 
Preceding *“* ‘*....... 28 bows 114.5 be 11.9 | 17.1 
“0 § os en | 15.55 45 = g 
ibe: Bae | 35 13.75 13.6 995, 8-5 | 15.3 
pede gate” ONY 40 (12.9 4 yo 7.7 | 14.4 
6 6 § 13.85 30 | we 
Sotethoal $ 44 |142 138 89 | 73 138 
pag ee 7.5148 (133 | 84 | 7.0 13.0 
Sue siael 14.75 (11.6) 87 6.7 12.0 
RE 52 (4.5) (8.65) 6.4 | 11.0 





| 
| 
| 
| 


Ave’ges, excluding last 


fraction of 100 ft..... 20to52 14.15 | 13.68 | 10.00 


8.6 14.35 





N. ‘B. —The average —y given in ‘the first line eof this table 
is for the period of a stop beginning at 15 to 20 miles per hour and 
ending at zero, so that it averages 8to 10 miles per hour. See 
Table II. 

Several important deductions may be drawn from 
this summary : (1) The remarkably uniform efficiency 
of the Westinghouse brake throughout, except for the 
usual rise at the very ends of the tests, may well be 
due (and probably was due) not toa uniform ratio or co- 
efficient of friction, thus discrediting Captain Galton’s 
coefficients, but to a varying pressure, beginning high 
when the brakes were first put on and gradually re“ 
duced by leakage to a point where, at the end of the 
test, it was (apparently) but little more than half 
what it was at the beginning. To what extent this 
result is now realized in daily practice, or to what 
extent it was contempiated and prepared for in the 
tests referred to, we cannot of course undertake to 
say; but that it gave a legitimate and great advantage 
to the Westinghouse brake in the tests referred to is 
immediately evident on inspecting the above abstract, 
or especially the details in Table IV. The Smith 
brake, it is clear, suffered under three disadvantages 
in these tests: 

(1). It took from 400 to 500 ft. in distance, or from 
5 to 8 seconds in time, to create vacuum enough to 
get anything like a full pressure. This is a disad- 
vantage admittedly inseparable from working vacuum 
brakes on long trains. The record during this initia- 
tory period is excluded from the comparison above 
and in Table IV. 





Summarizing the united effects of (1) actual slack, 





(2). A full pressure had to be obtained as quickly as 





possible and maintained throughout the stop. There 
is internal evidence that this was actually obtained 
and maintained at and after the point at which the 
tabular comparison begins, for there is a very satis. 
factory correspondence between the successive ratios 
with the Smith train and Captain Galton’s deductions 
(indicating, however, that the fluctuations in practice 
on long trains are somewhat less serious than the 
latter would indicate); but since (1) the pressure must 
be as great as possible through all the main portion 
of the stop, (2) must not exceed that which would 
slip the wheels at the close, and (3) could not by any 
practical or at least actual method be allowed to fall 
gradually with the speed, we have the purely decep- 
tive appearence of an inefficient but gradually in- 
creasing vacuum throughout the test against a uni- 
form pressure in the Westinghouse, whereas the fact 
was, we can hardly doubt, that it was the pressure in 
the latter which was variable (gradually decreasing) 
and in the former was constant. 

(3). TheSmith brakes appear to have suffered. some- 
what throughout the test from a deficiency of brake- 
power of 5 to 10 per cent. as compared with the 
Westinghouse, which was a mere error of design of 
no general interest . 

In the above facts we have probably one reason why 
the more complicated and more nearly perfect appa- 
ratus-has never come into general use, in spite of the 
enthusiastic approval with which it was hailed. It is 
because experience shows that the difference is much 
less in practice than it is in theory; because by simply 
taking a little Jess trouble to make absolutely tight 
joints we obtain or may obtain from the sim- 
pler brake-gear a good part of all the advan- 
tages gained by adding considerably te the com- 
plication of the apparatus. A train moving at 
40 miles per hour has a “velocity head,” includ- 
ing the rotative energy of the wheels, of 56.80 
ft. With a brake efficiency of one-seveoth or 14.14 
per cent. plus 0.8 per cent. for train friction, it will be 
stopped on a level in 56.80 + 14.94 = 3.81 ft. With an 
efficiency of one-fifth, it will only be stopped in 56.80 
+ 20.8 = 2.73 ft. Adding to each of these about 100 
ft. for lost time in getting pressure on the brakes and 
deducting, from the first one only, about 20 ft. saved 
by the extra efficiency of the brake at the end of the 
stop, we bave 461 ft. by the ordinary gear, against 373 
ft. by the improved apparatus, a difference which would 
for obvious reasons be still further decreased in prac- 
tice, proportionally, so as to be hardly worth while. 

Considering the practical interpretation to be put 
upon these results, it is evident that such uniformity 
of retardation as has been actually attained in the 
Westinghouse is or may conceivably be realized by 
any positive acting (as distinguished from a vacuum) 
brake, whether using air or steam. It may also be 
noted, in advance of further consideration of that sub- 
ject, that with any form of buffer or compression 
brake, inasmuch as its efficiency depends directly upon 
and varies with the efficiency of the brakes on the 
engine (or rather at the head of the train), if this 
evening effect of varying pressure exists in the 
engine brakes, it will also exist in the same proportion 
in the train brakes. In other words the ratio of the 
pressare produced on the brakes to that existing on 
the engine brakes remains sensibly the same through 
out the stop, whether or not that ratio be in itself 
sufficient. 

It is further evident from Tables II.-IV. that where- 
as the applicationof air brakes with full effect in a 
single vehicle is practically instantaneous, an appre- 
ciable time is required to apply brakes to a long train 
even with the Westinghouse, and very much more 
with a vacuum brake. A buffer brake, which is other- 
wise so efficient as to be satisfactory, may be expected 
fairly to approach tbe average quickness of the best 
air brakes, for in the first 100 ft. after brakes were 
applied the engine would fall behind some 7 ft. if not 
pressed forward by the cars, and this would so nearly 
suffice to take the slack out of an ordinary train that 
the difference would be inconsiderable. In ordinary 
everyday working the buffer brake would probabl y 
have the advantage in quickness. 

We may conclude from the preceding that the fol- 
lowing ratios represent the maximum efficiency ot 
brakes in ordinary practice, being such as is fairly at- 
tainable and is in fact attained under favorable con- 
ditions with all in good order and with the best known 
appliances : 

Retardation of Brakes in Fo cent. of Load on Braked 


With special ap, er not in practical use : 
About one-fijth, or 20 per cent. at all speeds. 
Ww bos — power brakes of ordinary type : 
decreasing from 15 to 20 miles per hour, about 
one- eth or or 20 per cent. ; 
all speeds exceeding 15 to 20 miles per hour, about one- 
a or 14.14 per cent. ; 


For entire stops of long trains at high speeds, including lost 
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time in applying full brake power (Table III.), one-eighth to 
one-ninth ; 


these ratios being subject to fluctuations of 1 to 3 per 
cent. for no discernible cause when tke conditions ap- 
pear to be precisely similar (in addition to such fluctu- 
ations as ate due to known differences of conditions), 
and being (except the last) working maximums under 
favorable conditions after the full pressure on the 
brakes has been once attained. 

We may now consider the other limit to the question 
of the efficiency of brakes, what is practically accom- 
plished by hand brakes alone. 








The condition of passenger rates west of Pittsburgh 
and Buffalo and of east-bound fares from Western 
points to the seaboard is much better than that of 
trunk-line and through west-bound fares. The roads 
in the Central Passenger Committee have not beep 
able to agree on some important points, but they keep 
the rates up tolerably well, and have done so much 
better and longer than was expected when the Cin. 
cinnati meeting was held. 








The Pennsylvania Railroad Company, after having 
for some eight months made through passenger rates 
about twice as high as those of its competitors, has 
now reduced them about one-fourth, leaving them still 
about 50 per cent. higher than those of other roads. 
Many seem to look upon this asan attack by the Penn- 
sylvania on the other roads. It is nothing of the kind. 
The Pennsylvania has cut no passenger rates but its 


own, and it will not be an aggressor until 
it sells Chicago tickets below the $9.50 
charged for them by other “first-class” lines, 


and will not beso considered by the other roads. They 
were simply astonished to see it keep up its rates after 
they made the great reductions last fall, and they can 
have no fault to find now that it follows them haif- 
way. It is not to be supposed that any great number 
of passengers have taken Pennsylvania tickets at $20 
from New York to Chicago during the several months 
past when tickets could be had by all the other 
routes for $8.50 and $9.59, and the Peansylvania 
managers probably expected to lose most of that 
traffic, and deliberately preferred losing it to the 
damage which would be caused to its great local 
passenger traffic by such a great reduction in through 
rates. It followed the other roads in reducing east- 
bound fares, because it had comparatively little busi- 
ness to spoil at the western end of its road—not as 
much as the roads north of it, because it has no such 
cities as Deiroit and Cleveland on the western section 
of itsline. The change is made probably because it 
is believed that a considerable travel can be had at a 
$15 rate which will pay some profit,and enough to 
counterbalance any damage to local travel that may 
be caused thereby. It will certainly be very credit- 
able to its reputation if it should be able to get any 
large number of passengers at $15 when they can go 
by other roads for $8.50 and $9.50. 








There have been this week and last some negotia- 
tions concerning restoring trunk-line rates, which 
have attracted atten tion, more because they were un- 
expected than because important results are immedi- 
ately probable. Last week Mr. Jay Gould made per- 
sonal appeals to the different trunk-line presidents to 
know if they would codperate in the restoration of 
rates. As they had been having frequent meetings 
for years past to secure that desirable end, and had 
discussed the subject threadbare, they could not have 
much new to say on the subject; but they were unan- 
imous in expressing their desire that rates should be 
higher, and only a few repeated some of the obstacles 
to the attainment of that desire. 

There was a meeting of the trunk-line presidents 
this week, however, entirely unconnecied with the 
above, to confer with the representatives of the 
Chicago roads who are endeavoring to make a new 
pool there. The trunk-line presidents passed resolu- 
tions approving the efforts made by the Western 
roads to restore rates, subject to conditions previously 
asserted by them in connection with the Central Traffic 
Association, namely, that all measures affecting the 
trunk lines shall be submitted to them and receive their 
unanimous approval, and that the arrangements made 
should provide for a satisfactory division of the east- 
bound shipments among the several trunk lines. They 
referred the questions regarding passenger matters to 
the general passenger agents of the roads, and recom- 
mended that if a pool be made at Chicago it shall 
date from June 1, and that the western roads advance 
rates as soon as practicable, the time and the rate be- 
ing left to them. 

The meeting seems to have been harmonious, and 
the good feeling manifested was encouraging so far as 

t goes. But what was done indicates rather that the 


ing rates perfected so that there may be nodelay when 
the time comes for settling the present troubles, 
rather than that a settlement is now near at hand. 








There was one practical outcome to the meeting. 
The Chicago roads, after cutting each other’s rates for 
a few months, had finally settled down some time ago 
to a rate of $12 to New York, which nobody, not even 
the scalpers, seemed willing to cut any further. This 
having lasted some time. it occurred to them that 
since they maintained a $12 rate in spite of their 
differences and rivalries, perhaps they might maintain 
a higher rate. After negotiation they agreed to doso, 
and made the rate to New York $18.50 first-class and 
$15 second-class. This rate was bused on a local rate 
of $4.65 cents from Buffalo to New York, the Chicago- 
Buffalo first-class rate being $14. But after atime the 
Buffalo-New York lines found a cent amile too high a 
rate for them, and the fare between the two places 
fell to $3 cr so. Then the Chicago-New York lines 
which do not pass via Buffalo found that those which do 
had an advantage over them, as passengers could get 
a local ticket from Chicago to Buffalo and one from 
Buffalo to New York for less than the Chicago-New 
York fare of $18.50. It was then a question of reduc- 
ing the rate to $17 or getting the New York-Buffalo 
lines todo something The proposition to reduce the 
fare barely failed, and the trunk-line presidents last 
Tuesday were asked to help keep up the Chicago-New 
York rate. They referred the matter to their passen- 
ger agents. who met Wednesday and agreed to restore 
the Buffalo-New York rate to $4.65 and so enable the 
Chicago roads to maintain arate of $18.50 to New 
York. 


The requirement by the trunk lines that any ar- 
rangement by the Central Traffic Association (west- 
ern connections of trunk lines) to maintain east- 
bound rates must provide for a satisfactory division 
of traffic among the eastern trunk lines, points to the 
great obstacle to any independent action by an asso- 
ciation which does. not include the eastern trunk 
lines. To a considerable extent, a division of 
the shipments at Chicago, St. Louis or else- 
where determines not only what western road, but 
what eastern road shall carry the freight. What is 
given to the Fort Wayne or the Chicago, St. Louis & 
Pittsburgh cannot reach New York by the Erie, the 
New York Central, etc. Thus the eastern lines can- 
not help being interested for themselves (in contradis- 
tinction to their interest in the prosperity of western 
connections which they may own or control) in the 
distribution of the east-bound traffic among the west- 
ern railroads, for on that distribution depends to a 
great extent their own east-bound traffic. For in- 
stance, if the western roads should make a division of 
traffic which should give so much to the lines carrying 
to Buffalo that little would bs left to go to the Penn- 
sylvania at Pittsburgh, or much less than it thought 
itself entitled to, it would naturally use every effort 
to prevent such a division. It is to collect traffic 
for the Pennsylvania Railroad that it has secured its 
vast system of roads west of Pittsburgh, and it cannot 
consent to have that object defeated by any arrange- 
meat among the western roads to which it is not a 
party, aud the control of this western system gives it 
the most effective means for preventing the carrying 
out of any such arrangement. So it is with the other 
Eastern lines which control western connections. In 
the aggregate their connections carry by far the larger 
part of the traffic, and they will always be managed 
with reference to the trunk lines which control them, 
and which are vitally interested on their own account 
in the trattic which those connections carry. 








Growth of the Caracity and the Production of the 
Anthracite Mines. 


Although the system of allotting a percentage of the total 
anthracite production to the different corporations control- 
ing the anthracite tonnage is unquestionably more economi- 
cal to them, the production thus far, on account of the lim_ 
ited demand, has not been large enough to admit of any com- 
parisons which will show with any degree of exactness how 
much their economy has profited them. The Reading has 
been heavily handicapped in its competition with the other 
companies by its insolvency, which has prevented it from 
developing its mines systematically and working them to the 
best advantage. The solvent companies have been steadily 
increasing the capacity of their collieries, adding new and 
improved machinery, and suspending work in those which 
were too costly to work. Under the stoppage system last 
year, companies were compelled to work expensive collieries 
in order to keep up their tonnage, instead of transferring 
their working force to the collieries which could be most 
cheaply operated, as is possible this year. The productive 
capacity of the mines has increased ina much greater ratio 
than consumption, and the output last year, compared with 
the possible production, was proportionately the smallest ever 





trunk lines desire to have the machinery for maintain- 


known, 








In the following table some figures never before published 
are put together. They show the number of working days in 
each of the last five years, the capacity of the anthracite 
mines and the percentage of its increase in each year, the 
total production with the increase each year, and the per- 
centage by which the total production has fallen short of the 
full capacity of the mines: 






Product 

P.c. of P. c. of below ca- 

Working inc. in inc.in pacity, 
Year. days. Capacity. capacity. Production. product. p. c. 
1880. ..221 28,090,000 , 23,437,242 ween 14.6 
1881...266 30,250,000 7.7 28,500,016 21.6 5.8 
1882 31,370,000 3.7 29,120,096 2. 7.2 
1883...251 34,870,000 11.1 31,793,027 9.2 8.8 
1884...206 38,130,000 9.3 30,718,293 *3.4 19,4 


* Decrease. 

Thus in the four years from 1880 to 1884. the capacity for 
production of the anthracite mines has increased no less than 
37 per cent., which is at the average rate of more than 8 per 
eent. yearly. But the actual production in these four years 
has increased 31 per cent., an average of 7 per cent. yearly, 
three-sevenths of the whole increase having occurred the first 
year, 1881, when there was an enormous expansion of the 
iron industries and most other manufactures. Apparently 
this great and sudden increase in the demand stimulated the 
opening of new mines long afterward, for while from 1880 
to 1881 the production increased 5,000,000 tons, and the mine 
capacity only 2,000,000; from 1883 to 1884 the mine capac- 
ity increased 3,260,000 tons, while the production decreased 
1,075,000 tons. An average increase of 7 per ceut. yearly in 
production means that the consumption must double every 
ten years. But this is much greater progress than has actu- 
ally been made, the increase in the 10 years from 1874 to 
1884 having been, indeed, only 50 per cent. The produc 
tion did not increase at all from 1874 to 1878, and 
The average rate of increase from 1874 to 1884 was about 
4 per cent. yearly. This is a more rapid rate than the increase 
of population in any year, and though some industries con- 
suming anthracite have grown (on the average) much faster 
than that, this isa much more reasonable basis for an esti- 
mate for the future than one founded on the experience since 
1880 only. Even at the rate of increase from 1874 to 1884, 
46,000,000 tons would be produced in 1894 and 69,000,000 
in 1904. . 

It will be noticed that the number of working days has 
steadily fallen off since 1881, and the total number of work- 
ing days in the mines was less last year than in any 
year since the mines have passed under the management 
of the railroads. The capacity of the mines given in 
the second column is based upon the returns made to 
the official accountant, based on 300 working days in a 
year, which is certainly all that can be expected and more 
than will be realized even on full time, owing to the neces- 
sary stoppages on account of accidents to the machinery, want 
of cars, and the numerous holidays of which the miners 
alwaystake advantage. It should be said, however, that 
allowance has been made in reckoning the capacity for the 
average percentage of stoppages from causes beyond the con- 
trol of operators. The fifth column gives the total production 
in each of the five years, while the last column shows how far 
below the full capacity of the mines the actual product was 
reduced 

It appears from the above table that the year 1881 was the 
most active in the last five, and as a result, with an increase 
of only 734 per cent. in productive capacity of the mines 
there was an increase of 20 per cent. in the number of days’ 
work, with an increase of 22 per cent. in the production, which 
was within 5.8 of the total capacity. In the following year, 
with only five less working days on an increased capacity of 
3.7 per cent., the production increased 2 per cent. The 
figures for the year 1883 and for last year are, however, ex- 
tremely significant as showing adequate reasons for the 
prostration which has affected the anthracite trade quite as 
seriously as any other. The mine capacity was increased for 
1883 11 per cent., which was a_ larger proportion than in 
any year for adecade. This resulted in flooding the market 
with a million and a half more tens of coal than had ever 
been shipped in any previous year; but even then, the in- 
creased production was not proportionately as great as the 
increased capacity. 

Last year the managers began to pay the penalty of over- 
production and to pay it ‘‘by the nose.” The number of 
working days, in spite of a further increase of 9.3 per cent. 
in mining capacity, was reduced 18 per cent., and the 
miners had fewer days in the mines than in any year 
since they were opened, except when on strike. Even with 
this serious cutting down of working days, the total 
production, though 19 per cent. less than the min- 
ing capacity, was less than 3'¢ per cent. below the largest 
tonnage ever known. From 1880 to 1884 the production of 
the mines increased from 106,050 tons for every day’s work 
to 149,118 tons, or more than 40 per cent., and the market 
was left with a much larger accummulation of coal at ship- 
ping points and in last hands than at the end of 1880, when 
the demand proved sufficient to warrant the largest percent- 
age of increase and actual gain in production ever known in 
a single year. 

This will throw some light upon the report of the Philadel- 
phia & Reading Coal and Iron Company, whose operations 
have been carried on year after year at a loss, and which 
month after month failed to earn even operating expenses. 
This increased capacity has been obtained by the opening of 
new collieries, with improved machinery, which has 
admitted of mining coal at a much less cost per ton than 
was the case five or six years ago. It is probable that the 
Reading Company has a large percentage of old collieries of 
such depth as to be expensive for pumping and ventilation, 
and the statistics of production show ,that the actual capac- 
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ity of this company has not ae pace in ‘one with that 
of any of its rivals. It is known that its poverty has neces- 
sarily restricted new development and prevented it from 
operating with due regard for economy at all times. 








Pennsylvania Railroad Earnings in April. 





The Pennsylvania report for April shows a larger decrease 
in net earnings than in any previous month, and a larger de- 
crease in gross earnings than in any other month but Novem- 
ber last. 

For 13 successive years the April earnings and expenses of 
the lines east of Pittsburgh and Erie have been : 


Gross Net 
Year. earnings. Expenses. earnings. 
NE aie cee Acntapacdsaceces $3,613,045 $2.454,309 $1,158,736 
SR eee 3.217 7.701 2,103,433 1,114,268 
ee AARP ees ae, 2,775,836 1,690,399 1,085,497 
1876 2,862,722 2,025,847 836 875 
SEE ee 1, 765,148 581,556 
1878 2,509,805 1632509 877,297 
, ere er meee Te oe 2,630,023 1,598,995 1,031,028 
ee 3,488,367 1,992,785 1,495,582 
ER eae 3,760,372 2,104,562 1,655,810 
1882 3,855,850 2,536,539 1,319,311 
ORES 4,061,750 2,593,919 1,467,831 
Be ccks0ceseeedecigeesce Syne 2,461,853 1,694,456 
IB 65s sciae eine nnbs'v shawnee 3,704,890 21431942 1,272,948 


Thus the gross earnings this year were less than in any 
other April since 1880, and nearly as small asin 1873 ; the 
working expenses were the smallest since 1881, but were not 
much less than in the other years since, but were less than in 
1873 ; and the net earnings were the smallest since 1879, and 
but 10 percent more than in 1873. Compared with last 
year (when gross and net earnings were larger than ever 
before), the decreases are : 


Gross Net 
earniogs. Expenses. earnings. 
ROE. ida. cceciode $451,419 $29,911 $421,508 
of eee 10.9 1.2 248 


This very large decrease in net earnings is serious enough 
in fact, but not so much so as it seems, because the net earn- 
ings were extraordinary in April last year. 

Meanwhile, the lines west of Pittsburgh and Erie showed a 
deficiency in meeting all liabilities of $70,443, while for the 
past seven years their surplus or deficit has been : 


1879. 1880). 1881. 1882. L883. 1854. L885 
Deficit. Surplus Surplus. Surplus. Surplus. Surplus. Deficit. 
$96,666 $268,048 $489,461 $19,557 $124,582 $43,019 $70,413 


Thus this is the first year since 1879 that this western sys- 
tem has shown a deficit in April. Since 1881, however, the 
surplus has always been small, considering the fact that its 
average monthly gross earnings are more than $2,500,000, 
\dding the surplus to and subtracting the deficit from the 
net earnings of the eastern system, we have as the Pennsyl- 
vania Railroad Company's income from the two systems: 





Year | Year. 

a radinnes..oxdans. Pe .... $1,592,213 
Das cheaioneteccse 6: BOS 650 -.ccctacta «.: Ee 
1904...:. Sid ons teing 2165-272 | 1885... aida . 1,202,505 
1882... on er 338,868 | 


Thus t the amount this year is $534,970 (31 per cent.) less 
than last year—the decrease being more than the amount re- 
quired for the 6 per cent. dividend paid recently ; the decrease 

from 1881 (when the profits were largest) is $942,766 (44 per 
cent ); and the income is less than in any other year since 
1882, though only 10 per cent. less than. in 1882, when the 
condition of through business had been very bad. 

For nine successive years the earnings and expenses of the 
eastern system for the four months ending with April have 
been : 


. Gross Net 
Year. earnings. Expenses. earnings. 
PIhas we ierancemeswneniauan $9,184,566 $6,400,006 2,784,560 
Ree 9,446,089 6,100,062 3,346,027 
___, Ree re er 10,312,564 6,103,785 4,208,779 
SE sasdensn sdcedetcakens 12,794,68 7,189,57 5,605,111 
ME cn okcteiaanks invexnee 13,889,508 8,069.7 5,819,804 
PRS a 14,448,219 9,559,415 4,888,804 
__  _SSeee rR Cert 15,892,707 10,161,893 5,730,814 
arr . 15,159,907 9, 770, 380 5,389,527 
Naish id nas umensnsbtien 13,693,490 9,438,565 4,254,925 


The decreases this year since last year and since 1883 have 
been : 


Gross Net. 
1884 : earnings. apenece. earnings. 
Amount.......... .. $1,466,417 $331,815 $1,134,602 
Per cent......... ; 9.7 3.4 21.0 
1883 : 
Amount......... . $2. aan vy $723,328 $1,475,889 
DO UN s 6, Sic0sscpuccanies 7.8 25.8 


The gross earnings this year are the smallest since 1880, 
and the net earnings the smallest since 1879, and nearly as 
small as then, when the capital stock was about one-third 
less than it is now. 

The surplus or deficit of the company’s system west of 
Pittsburgh and Erie for the four months has been : 

.. Surplus $52,783 RE esiwaaes Surplus $401,022 
22 1,317,177 | 1884...... .. Deficit 319,291 
1, a: ty t | 1885. . * 390,683 





The deficit this year is but little more than last year, but 
compared with 1883 the decrease in the returns from this 
system is equal to about 384 per cent. on the Pennsylvania’s 
present share capital, and compared with 1881 to 1°; per 
cent., and to 214 per cent. on the capital at that time ; which 

hows the great effect that the prosperity, or the contrary, of 
this western system has on the Pennsylvania Railroad Com- 
pany. 

Adding the surplus to and subtracting the deficit from the 
net earnings of the eastern system, we have as the company’s 
income from the two systems for the four months: 


J ee eee $4,261,562 | 1883 ...............4. $6,131,836 
MO as dace. Goes 6,922.88 | 1884 .........-- sere 5,080,236 
eae eRe 7,299,915 | 1885...........0008 6 3,864,242 
SO As mates $'896'075 | 


Thus taking the two systems together, the income this year 
has been $400,000 less than in 1879, when east-bound 
through rates were badly demoralized, and $1,000,000 less 
than in 1882, when all through traffic was very unprofitable. 
The decrease from last year is 31,216,000, which is about 
1}¢ per cent. on the capital stock, and since 1883 the decrease 
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has been $2,267,600, or 37 per per cent., 
214 per cent. on the stock. 

Thus this company, like other trunk lines, is feeling severely 
the effect of unprofitable through rates and dullness in busi- 
ness. How much we may charge to rates we shall not pre- 
tend to say; doubtless a very laige amount. But this road 
suffeis much more than any other trunk line from the de- 
pression in the iron industry and allied manufactures, and 
the restoration and maintenance of through rates would 
probably still leave it with considerably smaller profits than 
in most other recent years. 

The fact that this company still pays a good dividend 
should not blind any one to the fact that its profits have 
fallen off seriously. If in 1883 and previous years its profits 
had not been very much more than was divided, it could pay 
no dividend now. The decrease in its profits has been more 
than the dividends paid then. 


which is equal to 








April Accidents. 





Our record of train accidents in April, given on another 
page, contains notes of 25 collisions, 52 derailments, and 4 
other accidents; a total of 81 accidents, in which 14 persons 
were killed and 75 injured. 

Seven collisions and 5 derailments caused the death of one 
or more persons; 2 collisions, 13 derailments and 2 other 
accidents caused injury to persons, but not death. In all 12 
accidents caused death and 17 injury, leaving 52, or 64 per 
cent. of the whole number, in which no one was injured suf- 
ficiently for record. 

The 25 collisions killed 8 and injured 15 persons; the 52 
derailments killed 6 and injured 58, while in the 4 other 
accidents 2 persons were hurt 

Of the persons killed 12 and of those injured 34 were rail- 
road employés, who thus formed 86 per cent. of the killed, 45 
per cent. of the injured and 52 per cent. of the whole num- 
ber of casualties. The others were passengers or other pe:- 
sons riding on the cars. 

As compared with April, 1884, there was a decrease of 
7 accidents, of 5 killed, and of 93 injured. 

These accidents are classed as to their number and causes, 
as follows : 

COLLIs10Ns: 


DERAILMENTS: 
Nes tira Gils Siw pads be Mes baw eianbh naam 
IR as Fascecsinesaceeacdossabes: bel omesetenensn » 4 
TE BE OIG io oins cc cc ccisccsrcderecnrecsccocesese ssese 7 
PEC... c.. bidupeaceehetenassanabeacssnesatstsaven 2 
NTL. cos cab bkinendas o biGabeanan th abaawecseouns 3 

I MN indies « pnws ondeendescb6baee c0b6 sbeccquscéerns 3 

PO. ies iccatines 6556< Suviebeb ss cccueescedseweus 1 

iad cscs chad: ubend)s bnunnssd Sabdodenaane: Sedaneaes 1 

RD nieces: 66dbentebscssuntde- sovedbhed sbacebanees oe 1 

Ra einsn00 cudewee vada She 900 senshenes 3 

Micon Wbitceebookans d6nd oshenen nenes “dah LeaSeormen 1 

PERMENOOE BION oon none, cncccccencosssécsanvoncesessces eee ae 

Malicious obstruction. 

TOO be. cdc cicncncccd eves 


OTHER ACCIDENTS: 
Boiler explosion. . seas ; = ee ne ae 
Broken parallel a ORE 
Falling rock in cut... ........s00.... 
Car burned while ruoning. ipackashinvinhehe tem weet 


TO, nse tenececusspecvonsnsamnaneseesenige 8 = Sas. én 81 
Three collisions were caused by mistakes in orders or 
failure to obey them; two by misplaced switches; two by 
failure to signal following trains after an accident; one by a 
train breaking in two and one by a flying switch. 
A general classification of these accidents may be made as 
follows: 


Collisions. Derailments. Other. Total. 

Defects of road .. ......... 15 ‘ 15 
Defects of equipment. ... . ‘1 9 2 12 
Negligence in operating..... 24 5 . 29 
Unforeseen obstructions. . ss 6 2 8 
Maliciously caused..... .... ea 1 Ne 1 
Gnexplained ................ os 16 16 

WUE Sie: 4-enencnss ‘Scbeeen 25 52 4 81 


Negligence in operating is charged with 36 per cent. of all 
the accidents: defects of road with 181s, and defects of equip- 
ment with 15 per cent. 

A division according to classes of trains and accidents is as 
follows : 


Accidents: Collisions. Derailments. Other. Total. 
To passenger trains....... 5 10 3 1 
To a pass. and a freight. . 4 sth és 4 
To freight trains..... - 16 42 1 59 

Pv avcctatband cocacpencus 25 52 + 81 


This shows ouittaite to a total of 106 trains, of which 27 
or 251, per cent., were passenger trains, and 79, or 74}¢ per 
cent., were freight trains, thus showing a larger proportion 
of freight accidents recorded than usual. 

Of the total number of accidents 54 happened in daylight 
and 27, or only one-half as many, at night. 

The number of accidents was smaller than in any month 
since June last. This is not an unusual falling off, however, 
as the second quarter of the year generally shows a much 
smaller number of accidents than any other. The road-beds 
were not all settled yet, nor were all the poor rails searched 
out by thesevere winter, as the record shows in its list of 
spread and broken rails. Three broken bridges are recorded, 
two of which failed on account of the undermining of their 
abutments by water, while the third was apparently simply 
the result of heavy loads on an old and light wooden structure. 

The number of collisions was small, but includes several 
cases where greater promptness in signaling following trains 
would probably have prevented accident, and several others 
in which trains were run too close together to leave a proper 
margin of safety. Misplaced switches, which were down to 
a very small number in March, were in April responsible for 2 
collisions and 5 derailments. The draw-gear of freight cars 
was less troublesome than usual, and two accidents only were 











caused by its failure. The month, on the whole, had nothing 
in its record requiring especial note. 
For the year ending with April the record is as fol- 


lows : 
Acsteaate, a kaguees. 





103 
25 142 
38 112 
21 174 
39 170 
47 130 
24 109 
24 182 
44 259 
17 84 
14 75 
Total 365 d 
Total, same months, emo e 441 1,947 
424 1,795 
- aa 408 1,348 





The yearly average for the four years was 1,408 accidents, 
410 killed and 1,695 hurt. The monthly average for last 
year was 105 accidents, 30 killed and 141 hurt. The month 
of April was thus below the average in all respects ; 
the year was also below the average, although approaching 
it closely in the number injured. 

The averages per day were, for the month 2.70 accidents, 
0.47 killed and 2.50 hurt; for the year 3.45 accidents, 
1.00 killed and 4.63 injured. 

The average casualties per accident for the month were 
0.173 killed and 0.926 hurt ; for the year they were 0.290 
killed and 1.342 injured. 








Chicago through shipments eastward of flour, grain and 
provisions this year and last, and of all freights in previous 
years, for the week ending May 23 and corresponding weeks 
have been : 


1880. 1881. 1882. 1883. 1884. 1885. 
29,067 52,888 24,556 26,677 52,675 49,992 


The shipments this year were somewhat less than in 1884 
and 1881, but much more than in other years, and actually 
were very large. 

For six succéssive weeks the total shipments and the per- 
centage carried by each road have been : 

Week ending- ——-_——_———-— 





-——— -— 








Tons ;: Apr. 18 (or. 25. May 2. Ma > May 16. May 23. 
Sea 22,681 18,771 17,219 17, 14,615 9,136 
eee 40.650 34,675 27,430 53, 360 43,018 35.691 
Provisions...... 7.188 6,869 7,139 8.099 7,117 7,165 

Total....... . 70,519 60,315 51,788 78,500 64,750 49,992 

Per cent: 

C.&GrandT... 2.5 5.9 5.1 4.9 5.9 8.4 
Mich. Cen ..... 15.5 15.6 13.0 25.7 28.6 28.1 
Lake Shore. .. 4.8 70 9.4 17.6 14.1 13.8 
Nickel Plate.... 7.8 7.3 6.3 7.2 11.6 IL7 
Ae Wayne...... 25.6 29.5 30.1 21.8 15.6 145 
-8t.L.&@P... 141 18.6 14.5 9.2 9.6 6.4 
Balt & Ohio ... 8.4 8.6 4.4 8.2 11.2 13.2 
Ch. & Atlantic.. 3.3 8.5 17.2 5.4 34 ,. 38 
DORs csacevns 100.0 100.0 100.0 100.0 100.0 100.0 


The shipments last week were thus 23 per cent. less than 
the week before. They were the smallest since Feb. 21, and 
with three exceptions were the smallest of the year, but they 
were nevertheless large for the season. Compared with the 
previous week there was no decrease in provision shipments 
but a falling off of 37 per cent. in flour and 22 per cent. in 
grain. The falling-off in flour is notable, as flour shipments do 
not usually fluctuate as much as grain shipments, and ordi- 
narily not a great deal goes by lake (16 per cent. of it last 
year). Itis quite possible, however, that the Minneapolis 
mills will send much of their flour to Lake Superior ports to 
be carried thence by propellers, and thus save the difference 
between the rate to Duluth or Washburn (150 and 200 miles) 
and that to Chicago (400 miles), besides the difference between 
the lake rate from Lake Superior and the rail rate from Chi- 
cago, which latter difference cannot be great now that rail 
rates are so very low. 





Lake rates, in less than three weeks after the opening of 
navigation, and while the elevators at Chicago, Milwaukee 
and Duluth were unusually full of grain, have fallen to the 
lowest point ever known, it being hard to get 1'¢ cents a 
bushel for wheat from Chicago to Buffalo. The rate on coal 
up from Buffalo to Chicago is 50 cents, and a charter is 
noted for a vessel to carry coal to Duluth for 40 cents a ton 
and take wheat back at 2'¢ cents a bushel. 

Canal rates are also extraordinarily low, the quotations 
this week being 3 cents for corn and 3% for wheat from 
Buffalo to New York. At these rates it costs but 5%<¢ cents a 
bushel to get wheat carried from Chicago to New York (in- 
cluding elevator at Buffalo), and 1 cent more from Duluth. 
Notwithstanding this the shipments are very light, and more 
goes by rail than by lake. The rail rates from Chicago seem 
to be generally less than 15 cents per 100 Ibs. to New York, 
and from Buffalo to New York the railroads apparently are 
not charging the proportion of the Chicago rate, but charge 
only a fraction of a cent more than the very low canal rate. 
The canal boats, however, carry most of the grain. 

The light movement of grain at these very low rates shows 
clearly that the demand is very light, or that Western hold- 
ers are much more confident than consumers of higher prices, 
for the grain is in the elevators awaiting shipment. 








Record of New Railroad Construction. 





Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Chicago & Evanston.—Track laid from Kinzie street in 

Chicago north to Calvary Cemetery, 10 miles. 

Fremont, Elkhorn & Missouri Valley.—Extended from 
Valentine, Neb., westward 48 miles. 

Houston, East & West Texas.—Extended southwest to 
Keachi, La., 15 miles, Gauge, 3 ft, 
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Kanawha,—Extended up Cabin Creek, W. Va.. to coal 
mines, 1 mile. 

Marshall & Northwestern.—Track laid from Marshall, 
Tex., northwest 10 miles. 

Northern Pacific.—The Jamestown & Northern Branch is 
extended northwest to Minnewaukan, Dak., 4 miles. 

St. Louis & Emporia.—Track laid from Pleasanton, Kan., 
west to Mound City, 7 miles. 

This is a total of 95 miles, making 546 miles thus far 
reported for the current year. The new track reported to 





This statement covers main track only, second tracks and 
sidings not being included. 





The Architect's and Builder's Pocket-Book of Mensuration, 
Geometry, Trigonometry, Foundations, Walls, Buttresses, 
Piers, Arches, Posts, Ties, Beams, Girders, Trusses, Floors, 
Roofs, ete. Witha great amount of condensed information, 
statistics and tables relating to carpentry, masonry, drain- 
age, painting and oy, —- plastering, heating 
and ventilation, etc. etc. By Frank Eugene Kidder, C. E., 
Consulting Architect. 


This is in many respects an excellent and useful pocket- 
book, occupying a field which one would think to be a large 
one, and which has been comparatively little cultivated. The 
book should be well worth its cost to those having to do 
with buildings. We find but little in it which is an- 
tiquated or worthless, or liable to deceive one into bad prac- 
tice by imperfect formulation, a merely negative virtue 
which is in itself no small one, for it takes care and study to 
secure it; nor does it always exist. The most notable defect 
of this kind is the absence of all reference to modern experi- 
ments on the “ fatigue” of modern beams and posts, showing 
their true ultimate strength to be much less than the figures 
given in this and most other pocket-books. The type and 
cuts are large and clear (a pleasant contrast to some other 
pocket-books), and the arrangement of matter fairly logical 
and good. The subjects of foundations, walls, floors and 
roofs for buildings are treated with especial fullness, and in 
their treatment there is much which is good and considerable 
which is new to pocket-books. 

The work deals purely with the practical and mechanical 
side of building, the artistic side being wholly passed over, a 
restriction of its field which is no doubt wise. Much of the 
matter, therefore, might naturally be expected to correspond 
with that found in older engineering text-books, and in tak- 
ing his information from the best sources and properly ar- 
ranging it, the author has done all that could reasonably be 
asked or desired, although there «re some serious omissions in 
his selections. 





TECHNICAL. 
Locomotive Building. 
The Great Eastern Railway Co. (England) is about to build 
10 more tank locomotives like those recently ilustrated in 
these columns; it will also build 10 large express engines of 
a compound system devised by Mr. Worsdell, its Locomotive 
Superintendent, but otherwise similar to 20 now running on 
the road, All these engines will have the Joy valve gear. 

The Chicago, Burling & Quincy shops at Galesburg, IIl., 
are building three passenger engines for the road. 

The Car Shops. 
The St, Charles Car Co., in St. Charles, Mo., is to build 
300 freight cars for the Kansas City, Fort Scott & Gulf 
road, 

The St. Louis Car Wheel Co. is running its foundry on 
short time, having only a moderate number of orders to fill. 

The Louisville & Nashville shops in Louisville, Ky., are 
building a number of freight cars for the road, including 
some special cars for carrying pig iron from the furnaces on 
the line. 

The Wason Manufacturing Co. at Brightwood (Spring- 
field), Mass., is completing an order for 12 new parlor cars to 
be run on the Boston & Lowell, the Old Colony and other 
lines in the White Mountain business this summer. The cars 
are owned by the Northern Parlor Car Co. 

The Boston & Maine shops in Lawrence, Mass., have just 
completed a new parlor car to be run between Boston and 
Gloucester during the season. The car is for the accommoda- 
tion of regular travelers and the seats in it are rented by the 
season. 

The Wason Car & Foundry Co., in Chattanooga, Tenn., is 
building a number of flat cars for the Marietta & North 
Georgia road. 





Bridge Notes. 
The Passaic Rolling Mill Co., in Paterson, N. J., has just 
completed a new stone building 80 by 194 ft., to be used as a 
blacksmith and machine shop. This addition to the works 
was made necessary by the increasing business of the com- 
pany and gives it unusual facilities for building,very heavy 
work, The company reports that it has plerty of work on 
hand, the only point at which its business has n affected 
hy the dull times having been the low prices at which it is 
necessary to take contracts. The shops are now completing 
the draw-span for the Minnesota & Northwestern bridge over 
the Mississippi at St. Paul, Minn. This span is 411 ft. long, 
single track, of steel and iron, and will weigh over 1,000,000 
lbs. There are also under construction in the shops 7 spans 
of double-track iron bridge for the New York, Lake Erie & 
Western, 6 spans for the Kansas City, Springfield & Mem- 
phis, and a number of smaller contracts, enough to keep them 
employed for several months. 
Iron and Steel. 

Douglass furnace at Sharpsville, Pa., has gone into blast. 
Three of the furnaces in that town are now running, but 7 
are still idle. 

The blast furnace of the Steubenville Iron Co., in Steuben- 
ville, O., has been transferred to the Riverside [ron Co., of 
Wheeling, W. Va. It will make Bessemer pig for use in the 
steel works of the Riverside Co. 

The Coatesville Iron Co. in Coatesville, Pa., has been 
started up single turn. The mill has been idle for several 
months. 

The new rolling mill of the Ellis & Lessig Steel & Iron Co.., 
at Pottstown, Pa., was started up last week, 


The Ohio Falls Iron Works, at New Albany, Ind., have 
been started up again after a short stop to make necessary 
repairs, 

he rolling mill of the Potts Bros. Ircn Co., at Pottstown, 
Pa., is running double turn, having been started up last 
week. The mill has been idle since last fall. 

The Cedar Point Iron-Works, at Fort Henry, N. Y., are 
changing their plant to make steel from the iron manufact- 
ured by their blast furnace. The contract for the new plant 
has been let to J. P. Witherow & Co., of Pittsburgh, who are 
to have the changes completed within three months. 

There were 13 furnaces in blast in this county on the Ist 
inst., and their combined weekly capacity was 9,030 tons. 
On the same date there were four furnaces out of blast, whose 
weekly capacity was 4,800 tons. Lucy Furnace No. 2 blew 
out on Monday, and the number now in blast is 12 and the 
number out five. Those in have a capacity of about 8,000 
tons per week and those out about 5,800 tons.—Pittsburgh 
American Manufacturer. 


Manufacturing and Business. 
The Chicago office of the Union Switch & Signal Co., of 
Pittsburgh, has been removed to Room No. 58, in the Home 
Insurance building, corner of La Salle and Adams streets. 
The office is in charge ot H. H. McDuffee, the General West- 
ern Agent of the company. 


The Rail Market. 
Steel Rails.—The market is quiet, with a moderate business 
doing chiefly in small lots, and quotations are stated at 
$27 @ $27.50 per ton at mill. It is said that several orders 
have been offered at $26, but manufacturers are unwilling to 
go so lowas long as they can keep full at better prices. 

Rail Fastenings.—Quotations continue nominaliy  t 
1.80 @ 1.90 cents per lb. for spikes in Pittsburgh ; 2.40 @ 
2.75 cents for track-bolts and 1.70 @ 1.80 for splice-bars. 
—y inquiries are reported, but the business continues very 

ull. 

Old Rails.—Quotations continue about $17.50 @ $18 per 
ton at tidewater for old iron rails, with very little business 
doing. Old steel rails are quoted at $16.50 @ $17.50 per ton 
in Pittsburgh. 





New Orleans Exposition Awards. 
At the New Orleans Exhibition, among 
medals of the first class was one to Mr. J. M. Foster for ap- 
paratus fur supplying cars with gas. This award was acci- 
dentally omitted from the list given last week. 


the awards of 


Car Couplers. 

Mr. Robert Hitchcock, Master Mechanic of the Connecticut 
River Railroad, has invented and patented a car-coupler of 
the hook description, which is now on trial on his road. A 
test of this coupler was made in Springfield last week before 
a number of railroad men, when it worked very satisfac- 
torily. Two freight cars equipped with this coupler have 
been running on the road in local service since last fall and 
several others are to be put in service shortly. It is thus 
described: 

‘**Tt is an automatic hook coupling uniting without link or 
pin, yet so arranged, the draw-bar being slotted at the end, 
that a pin or link can be used when required. The draw-bar 
is hinged laterally at its inner end to the car body, having a 
hook and beveled head at the outer end. A yoke supports 
the free end of the draw-bar and is adapted to guide its hook 
end upward and away from the draw-bar of the other car, 
the draw-bar being raised or lowered by a handle at the side 


of the car. This handle connects with a crank shaft 
running across the end of the car, provided with 
an arm on which is a chain attached to thedraw-bar. The 


handle may be operated from the ground by the hand or by 
the foot from the car-ladder, in either case the operator being 
in perfect safety. The handle is supplied with a spring and 
bears against a friction track on which is a stop at the upper 
and lower end, to lock it open or shut. Two of these draw- 
bars coming forcibly in contact, each is forced from its seat 
in the yoke up the inclined sides of the yoke, until the in- 
clined heads, clearing each other, free the hooks and permit 
the draw-bars by gravity to self-couple. 

‘*To guard against the hooks separating from any fault in 
the construction of the road or in going around curves, a 
guard is so arranged to project from the end of the car next 
to the outer bearing edge of the yoke so that any tendency to, 
separation is at once arrested.” 


British Rail Exports. 


For April and the four months ending with April these ex- 
ports have been, to the United States and to all countries: 











——_——April.—-—-—. -——Fovur months.——\ 
1883. 1884. 1885. 1883. 1884. 1885. 
To United States: 
Steelrails... . 4,242 1,790 2,790 17,053 8,647 3,091 
Iron rails .... re Ay wee 2,163 ‘sac anne 
Total .. ... 4342 1,790 2,790 19,222 8647 3,001 
To all countries: 
Steelrails. ...63,171 51.576 42,816 246,536 171,355 149.496 
Iron rails 1,753 «1,085 1.584 11,087 4,149 5,164 
Total, ..<.<< 64,924 52,661 44,400 257,623 175.504 154,660 


The exports to this country in April exceeded those of the 
seven months previous, but still were very small. 

For the four months ending with April the exports to this 
country for six successive years have Seen: 
1880 1881. 1882, 1883. 1884. 1885. 
62,391 86,292 88.921 19,222 8,647 3,001 

Nearly one-half of the total British exports in April went 
to India and Egypt, and were Jargely munitions of war, doubt- 
less. Of the total exports of the four months, 3214 per cent. 
went tu India, 1914 per cent. to Australia and 13 per cent. 
to Egypt, so that Europe and America did not count for 
much. The exports to Canada for this period were 11,907 
tons, which is five times as much as last year, but less than in 
1883. 

New Parlor Cars. 

The Boston & Lowell Railroad has received two of the new 
parlor cars which the Wason Manufacturing Co., of Spring- 
field, is building for the road. They are named respectively 
the ‘‘ Winnipesaukee” and the ‘‘ Memphremagog,” and on the 
sides bear the letters ‘‘ Northern Parlor Car Co.” Exter- 
nally they are painted a beautiful maroon color, which sets 
off to advantage the gold lettering and ornamentation. The 
main saloon of each car contains 22 easy chairs, each having 
a window to itself. The seats at the end will accommodate 
four other persons, and the smoking compartment has six 
chairs, making 32 in all that the car can seat. The interior 
finish is of mahogany. The seats in the main saloon are up- 
holstered in dark red plush, and in the smoking room in dark 
red leather. The Biota so shades are dark-colored, and the wall 
baskets, which are unique in design, are nickel-plated. The ceil- 








ing is of birdseye maple, nicely polished, in pleasing contrast 
to the mahogany surroundings. The car is lighted at night by 
20 nickel-plated lamps of the latest pattern and design, of 
which three groups, four in a group, are in the main part of 
the car, one group of four in the smoking compartment, and 
two other lamps are in the ladies’ compartment. There are 
arrangements for the setting of tables between the chairs for 
card or lunch parties. Rich velvety Wilton carpets cover 


the floors, and the ventilators are so adjusted as to keep out 
dust and cinders and yet let in plenty of fresh air. The cars 
are set on the latest improved trucks, with 33-in. paper 
wheels, and are equipped with the Westinghouse air brake. 
Each car is also fitted up with the Johnson heater. The 
‘*Winnipesaukee” and the ‘‘ Memphremagog” will go into 
active service on Monday, May 25, on the Montreal & Boston 
air line. One will be attached to the 8:30 a. m. from Boston 
and the other tothe train which is due in Boston at about 
9p.m. The other four cars in this series are expected soon, 
and are to run on the White Mountain trains.—Boston 
Herald, May 23. 
Twist Drills. 

The Morse twist drill, so called, which was first introduced 
some 20 years ago, and came into general use owing to its 
many excellent qualities, has long been considered as a stand- 
ard drill. The peculiarity of the drill, as is well known, con- 
sisted in the spiral form: with an increase in the spiral. The 
patent expired some time since, and drills of this form can 
now be manufactured by any concern possessing the requi- 
site facilities in the way of forming and grinding ma- 
chinery. The great advantage possessed by this drill 
over any other form is the fact that the borings find 
free egress, effecting a great saving of time and diniin- 
ishing friction, and it has practically superseded most 
other forms except for certain special purposes. The Stand- 
ard Tool Co., of Cleveland, O., has now special machinery 
and other facilities for turning out these drills in large quan- 
tities and of the best quality. They are made of all sizes, with 
straight or taper shanks, and for use with either wood or 
metal and in aril presses of all kinds, or with a bit stock. 


ir General Railroad ‘ews. 








MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, Wis., June 10, at noon. ‘ 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 4. 

Chicago, St. Paul, Minneapolis d& Omaha, annual meet- 
ing, in Hudson, Wis., June 6. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, at 2:30 p. m. on June 1. 
Ulster & Delaware, annual meeting, at the office in Ron- 
dout, N. Y., June 10. 





Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Chicago, Burlington & Quincy, 2 per cent., quarterly, 
payable June 15, to stockholders of record on May 23. 
Deluware d& Hudson Canal Co., 1's per cent., quarterly, 
payable June 10. Transfer books close May 23. 

Lehigh Coal & Navigation Co., 3 per cent., semi-annual, 
payable June 12, to stockholders of record on June 1. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Master Car-Builders’ Association will hold its annual 
convention at the Hygeia Hotel, Old Point Comfort (Fortress 
Monroe), Va., beginning on Tuesday, June 9. 

The Yardmasters’ Mutual Benefit Association will hold 
its annual convention in Philadelphia, on Wednesday, June 


0. 

The Master Mechanics’ Association will hold its annual 
convention in Washington, beginning on Tuesday, June 16. 
The American Association of Train Dispatchers will 
hold its annual convention in Denver, Col., on Tuesday, June 

6 


>. 

The Association of Railway Telegraph Superintendents 
will hold its annual meeting in Cleveland, O., on Wednesday, 
June 17. 

The Car Accountants’ Association will hold its annual 
convention in Minneapolis, Minn., beginning on Tuesday, 
June 23. 

The American Society of Civil Engineers will hold its an- 
nual convention at Deer Park, Md., beginning on Wednesday, 
June 24. 

The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, July 


”. 

The National Association of General Passenger & Ticket 
Agents will hold its next half-yearly meeting in New York, 
at 11 a. m., on Tuesday, Sept. 15. 


Foreclosure Sales. 

The St. Joseph & Western road will be sold in Topeka, Kan., 
June 11, under decrees of foreclosure granted by the United 
States Circuit Court. The road extends from Elwood, Kan., 
to Hastings, Neb., 226 miles. A large interest in it is owned 
by the Union Pacific. The foreclosure and sale are to carry 
out a plan of reorganization which has been fully agreed on 
and assented to by nearly all the bondholders. 


Association of Railway Telegraph Superinten- 
dents. 

Messrs. C. Selden, President ; E. C. Bradley, Vice-Presi- 

dent, and P. W. Drew, Secretary, give notice that the third 

annual meeting of this Association will be held at the Wed- 

del House in Cleveland, O., on June 17 next. 

The Secretary’s office is at No. 123 Dearborn street, Chi- 
cago. 

Trunk Line Presidents’ Meeting. 

The Trunk Line representatives met at the Commissioner's 
office in New York, May 26, the meeting being a conference 
with the representatives of the former Chicago pool to listen 
to report as to the steps taken since the first meeting of May 
13 looking to the formation of a Central Traffic Association 
within the pool territory. Those present included Vice- 
President Horace J. Hayden, for the New York Central ; 
President King and Vice-President Felton, for the Erie, 
President Roberts, Vice-President Thomson, and Generel 
Freight Agent Stewart, for the Pennsylvania ; Vice-President 
Samuel Spencer and General Freight Agent Harrigt, for the 
Baltimore & Ohio: President Sir Henry W. Tyler and 
Managers Hickson and Seargeant, for the Grand Trunk ; 
Presidgent Newell, of the Lake Shore, and President Ledyard 
for the Michigan Central. 

The report shows that the plan of the Western roads is, in 
effect, to cautiously feel the way toward a new pool by the 
eight Chicago roads, the percentages allotted to each to be 
fixed upon by mutual agreement, or, if not so, fixed by arbi- 
tration. It was further resolved that in any new pool so 
formed the date for settlements should be fixed for June 1, 
and that as soon thereafter as possible the rates, both for pas- 
sengers and freights, be advanced to the old schedule and be 
maintained. The meeting terminated without reaching any 
conclusion, except to leave the whole matter, so far as it 
relates to the trunk lines, to the Joint Executive Committee. 
The Western roads will hold daily conferences to arrange all 





the conflicting details, and on May 29 there was to be a sec- 
ond meeting of the Presidents to hear what has been accom- 




















May 29, 1895) 


THE RAILROAD GAZETTE. 


849 








plished. 
harmony. 

This meeting was called some time ago, and has nothing todo 
with the attempt of Jay Gould tosecure a permanent increase 
of rates. Mr. Gould recently add letters to all the 
trunk line managers with reference to a restoration of rates. 
The replies all indicated that each road was willing, but each 
wanted some other line to stop cutting first. 


The meeting was marked by an unusual degree of 








ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—Mr. A. C. Armstrong has 
been appointed Purchasing Agent, with office in Topeka, 
Kan. Mr. Armstrong was for a long time Purchitising Agent 
of the Lake Shore & Michigan Goutbern, but resigned about 
a year ago, and has since been spending a vacation in Cali- 
fornia and on the Atlantic sea coast. 


Atlantic Coast, St. John’s & Indian River.—The officers 
of this new Florida company are: James N. Smith, Presi- 
dent ; Thornton N. Motley, Vice-President ; Robert Ingra- 
ham, Secretary and Treasurer. Mr. R. M. Beman is Superin- 
— and Agent for the contractors. Address, Enterprise, 

a. 





Atlantic d& Pacific.—At the annual meeting in Boston, 
Miy 21, the following directors were elected: Henry C. 
Natt, W. C. Strong, I. T. Burr, C. P. Cheney, A. W. Nicker- 
son, Walter L. Frost, George O. Shattuck, L. C. Wade, 
Boston; Jesse Seligman, C. P. Huntington, E. P. Winslow, 
Brice Gray, William F. Buckley, New York. At a subse- 
quent meeting of the Directors Henry C. Nutt was re-elected 
President: C. S. Tuckerman Secretary and Treasurer; D. L. 
Gallup Auditor; J. A. Williamson Land Commissioner 
and General Solicitor. E. P. Winslow was elected First Vice- 
President and William B. Strong Second Vice President. 


Baltimore & Hanover.—At the annual meeting held in 
Hampstead, Carroll County, Md., May 21, the following 
officers were all re elected : President, A. W. Eichelberger ; 
directors, W. H. Vickery, C. W. Slagle, W. E. Hoffman, C. 
C. Wooden, 8S. Keefer, L. F. Melsheimer. 


Boston, Concord & Montreal.—At the annual meeting in 
Plymouth, N. H., May 25, the following directors were 
chosen: N. H. Weeks, Plymouth, N. H.; Charles H. Green- 
leaf, Franconia, N. H.; Warren F. Daniell, Franklin, N. H.; 
Samuel N. Bell, Manchester, N. H.; George W. Hills, Law- 
rence, Mass.; Peter Butler, J. Thomas Vose, Boston. The 
Board elected J. Thomas Vose, President ; Samuel N. Bell, 
Vice-President and Clerk ; E. D. Harlow, Treasurer. The 
road is leased to the Boston & Lowell. 


Boston & Lowell Leased Lines,—At meetings held in Nash- 
ua, N. H., May 27, directors were chosen as below for the 
companies named: Nashua d& Lowell.—Francis A. Brooks, 
Francis V. Parker, G. K. Richardson, Jeremiah W. White, 
Cornelius V. Dearborn, William W. Bailey, A. M. Shaw. 
Peterboro.—Thomas B. Eaton, George H. Ramsdell, 8S. A. 
B. Abbott, John A. George, Edward Spalding, Albert Mc- 
Kean, Virgil C. Gilman. Wilton.—Solomon Spaulding, Will- 
iam Ramsden, John Reed, John A. Spaulding, Harvey A. 
Whiting, Archibald H. Dunlop. 


Chicago, Burlington & Quincy.—Mr. J. D. Besler has been 
appointed General Superintendent of all the lines east of the 
Missouri River, in place of Mr. H. B. Stone, promoted to be 
(reneral Manager. Mr. Besler has been for some time past 
superintendent of the Illinois Division. 


Chicago, St. Louis d& Nashville.—The directors of this 
new company are: Wm. A. Lennon, Carbondale, Ill.; John 
S. Crum, Vienna, Ill.; C. A. M. Schlierholz, Wm. O. Towle. 
Waterloo, [ll.; H. C. Conde, Richard L. Miller, St. Louis; 
Albert L. Blackman, New York. 


Concord.—At the annual meeting in Concord, N. H., May 
26, the following directors were elected : Frederick Smyth, 
James W. Johnson, Josiah Minot, Benjamin A. Kimball, 
John H. Pearson, Walker M. Parker, and John A. White. 


The directors urganized by re-electing Frederick Smyth 
President : W. M. Chase, Clerk. 
Concord d& Claremont.—At the annual meeting in 


Concord, N. H., May 27, the following directors were 
chosen: Josiah H. Benton, Jr., D. W. Johnson, Dexter 
Richards, Charles O. Stearns, Alvah W. Sulloway, Mason 
W. Tappan. Wm. Power Wilson. 


Daggett & Calico.—The directors of thisnew company are: 
Henry Bohten, Calico, Cal.; C. T. Bradley, ©. M. Sanger, 
Daniel Wells, Jr., Milwaukee, Wisconsin. 


Delaware & Hudson Canal Co.—The following circular 
from Vice-President and General Manager C. F. Young is 
dated Honesdale, Pa., May 15: 

‘The following appointments are announced to take effect 
May 15: Mr. H. 8S. Marcy is appointed Traffic Manager of 
this company, with headquarters at Albany, N. Y. The 
freight and passenger departments have heen consolidated 
and placed under his charge. 

‘* Mr. Dudley Farlin is appointed General Freight Agent, 
and Mr. J. W. Burdick is appointed General Passenger 
Agent, with headquarters at Alouy, mY.” 


_ Fitehburg.—The following circular has recently been 
issued: *‘ Mr. J. W. Marden’s title will hereafter be Superin- 
tendent of Car Department, instead of Master Car-Builder.” 


Flint & Pere Marquette.—At the annual meeting in East 
Saginaw, May 20, the following directors were chosen : 
C. Potter, H. C. Potter, Jr., W. L. Webber, East Saginaw, 
Mich.; Abram G. Brower, Utica, N. Y.; Lewis Pierce, Port- 
land, Me.; W. W. Crapo, Francis Hathaway, Loum Snow, 
New Bedford, Mass.; A. M. Hoyt, Samuel N, Hoyt, Corne- 
lius D. Wood, New York. 


Green Bay & Northern.—The incorporators of this new 
company are: Frank Mullen, Sturgeon Bay, Wis.; E. 8S. 
Miner, A. W. Lawrence, L. Smith, C. Lecnhardt, D. Soper, 
Green Bay, Wis.; C. Casgrain, Milwaukee. 


Humeston & Shenandoah.—At a recent meeting the 
directors elected J. F. How, President, and W. W. Baldwin, 
Treasurer. Last year Mr. Baldwin was President and Mr. 
How Treasurer. The resignation of F.O. Wyatt as Secre- 
tary and General Manager was accepted, and Erskine C. 
Murphy, formerly Superintendent, was elected to the posi- 
tion. ‘The road is operated by the Chicago, Burlington & 
Quincy and the Wabash, St. Louis & Pacific jointly. 


Illinois Midland.—Mr. Andrew Stevens has been appointed 
General Ticket Ageut, with office at Decatur, Il. 


Kansas City & Southern.—This company has elected 
directors as follows: S. I. Clark, Helena, Ark.: H. C. Mc- 
Beth, H. W. Salmon, Clinton, Mo.; W. T. Johnson, E. L. 
Martin, Kansas City, Mo.; Wm. Bailey, John O'Grady, St. 
Louis; Amos Tenney, S. G. Wheeler, New York. 


Littlestown.—At the annual meeting in Littlestown, Pa., 
last week, the following were elected: President, Wm. 
McSherry ; directors, George D, Klinefelter, W. Latimer 
Small, James L. Shorb, George Stonesifer, John 8S. Young ; 
Secretary and Treasurer, George Stonesifer. 


Macon & Dublin.—Mr. Dudley M. Hughes has been elected 
President of this company ; office in Macon, Ga. 


Manchester & Keene.—In Keene, N. H., May 21, the 
following directors were chosen: W. W. Bailey, H. N. 
Turner, F. H. Nourse, B. F. Kendrick, George Clough, J. H. 
Butterick, J. F. Crockett. W. W. Bailey was elected Presi- 
dent and J. W. Fellows Clerk. The road is owned jointly by 
the Concord and the Boston & Lowell companies. 
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Meredith & Conway.—In Plymouth, N. H., May 25, this 
——— elected Joseph Wentworth, President ; 8. N. Bell, 
W. F. Daniell, J. E. French, J. Thomas Vose, directors. 


Minnesota & North-western.—Mr. N. B. Evarts is Chief 
Engineer ; office at St. Paul, Minn. 


Missouri, Kansas & Texas.—At the annual meeting in 
Parsons, Kan., May 21, the following directors were chosen : 
Jay Gould, Sidney Dillon, Russell Sage, George J. Forrest, 
Samuel C. Sloan, N. T. McCreedy, A. L. Hopkins, A. G. 
Deilman, Thomas T. Eckert, Thomas P. Pearsall, R. M. 
Gallaway, New York; Frederick L. Ames, Boston: R. 8. 
Hayes, St. Louis; C. H. Pratt, Humbolt, Kan.; H. C. Cross, 
Emporia, Kan.; David Kress, Parsons, Kansas. 


Missowi Pacific.—The St. Louis Republican of my 25 
says: ‘‘ Mr. E. K. Sibley, at present Assistant to the Third 
Vice-President, will, June 1, assume the duties of General 
Freight Agent of the entire Missouri Pacific system.” 


Nashua, Acton & Boston.—This company, whose road is 
worked by the Boston & Lowell, has elected John C. Moulton 
President ; J. B. Goodrich, Clerk ; F. D. Cook, Treasurer 


Nevada Central.—Mr. Louis Parisoe has been appointed 
Master Mechanic. Mr. J. B. Gilchrist has been appointed 
Roadmaster and Supply Agent. Headquarters, Austin, Nev. 


New York, Lake Erie & Western.—It is stated that no 
successor will be appointed to Traffic Manager Vilas, who 
recently resigned, but that Mr. Vaillant, recently appointed 
Western Traffic Manager, will have his authority extended 
over all the company’s lines. 


New Zexland River.—In Plymouth, N. H., May 25, this 
company elected John C. Cilley President; J. Thomas Vose, 
H. L. Tilton, B. H. Corning, 8S. N. Bell, directors: S. N. Bell, 
Clerk. 

Norfolk & Western.—Mr. Wm. C. Bullitt, of Phila- 
delphia, has been appointed assistant to the President. 


Ogdensburg & Lake Champlain.—Mr. Wm. A. Short has 
been appointed -Master Mechanic in place of A. Klohs, de- 
ceased. Mr. Short was formerly on this road, but for some 
time past has been on the Wisconsin Central. 


Pacific Mail Steamship Co.—At the annual meeting in 
New York, May 27, the following directors were chosen: 
Sidney Dillon, Jay Gould, Henry Hart, J. B. Houston, C. P. 
Huntington, Edward Lauterback, Wm. Remsen, Russell 
Sage, J. W. Shaw. There is no change from last year. 


Pemigewasset Valley.—In Plymouth, N. H., May 25, this 
company elec J. Thomas Vose President; 8. N. Bel), 
Daniel Saunders, N. H. Weeks, W. F. Daniell, J. W. Camp- 
bell, Daniel Barnard, Peter Butler, John C. French, directors; 
S. N. Bell; Clerk. 


Philadelphia & Reading Leased Lines,—Officers were 
chosen as below in Trenton, N. J., recently: Delaware & 
Bound Brook,—President, Edward C. Knight; directors, 
Henry Lewis, Franklin A. Comly. John H. Michenor, Wil- 
liam Massey, Charles 8. Baylis, George Richards, Lewis H. 
Taylor, Wiiliam Mershon, Samuel K. Wilson, Augustus G. 
Richey, Abraham Browning and Isaac F. Richey; Secretary 
and Treasurer, J. H. Stevenson. East Trenton.—President, 
E. C. Knight; Secretary and Treasurer. J. H. Stevenson. 


Pittsburgh. Virginia & Charleston.—This company, whose 
road isleased to the Pennsylvania Railroad Co., has elected 
ofticers as follows: President, J..N. Du Barry ; directors, 
George B. Roberts, Edmund Smith, Wistar Morris, John P. 
Green, D. A. Stewart, Charles K. Speer, W. J. Howard, 
George V. Lawrence, John Scott, Thomas L. Daly, —' 
Walton, William L. Elkins; Secretary and Treasurer, D. P. 
Corwin. 

Port Jervis & Monticello.—One judge of the Supreme 
Court, sitting at Port Jervis, N. Y., has appointed F. J. De- 
Peyster (late temporary Receiver) permanent Receiver of 
this road. Another judge, sitting at Newburg, has appointed 
W. H. Clark Receiver. 

Potomac, Fredericksburg & Piedmont.—The following 
circular has been issued by the President, L. Harry Richards, 
from his office at Fredericksburg, Va.: ‘‘ W. M. Grafton, 
having resigned as Superintendent, to take effect May 15, 
W. H. Richards is appointed General Manager. The office of 
Superintendent will S abolished, and all matters heretofore 
in charge of that officer will be referred to the General 
Manager from May 15, 1885.” 


St. Paul Union Depot Co.—This company has elected offi- 
cers as follows: President, Allan Manvel; Vice-President, 
J. T. Odell; Secretary and Superintendent, C. B. Munson; 
Treasurer, H. P. Upham. 


Salisbury.—This company, whose road is leased to the Bal- 
timore & Ohio, has elected W.S. Bissell, President; J. B. 
Washington, Secretary and Treasurer. 


Saginaw, Tuscola d& Huron.—In East Saginaw, Mich., 
May 21, the following directors were chosen: W. L. Webber, 
H. C. Potter, E. T. Judd, J. W. Howry, Sewell Avery, 
G. W. Morley, John 8S. Eastbrook. 


Seattle, Lake Shore & Easlern.—The office of this new 
company is at Seattle, Wash. Ter.; the directors are: J. R. 
McDonald, T. T. Minor, Thomas Burke, J. W. Currie, John 
Leary, H. L. Yesler, F. H. Osgood, D. H. Gilman, G. Davis, 
William Cochrane, George Kinnear and David T. Denny. 


South Pennsylvania.—At the annual meeting in Harris- 
burg, Pa., May 20, the following were elected: President, 
Robert H. Sayre: directors, Wm. H. Vanderbilt, Wm. K. 
Vanderbilt, H. McK. Twombly, Wm. C. Whitney, Henry F. 
Dimmock, George J. Magee, Franklin B. Gowen, George de 
B. Keim, D. Hostetter, James Duffy, Lyman D. Gilbert, Wm. 
T. Sanger. 


Southwestern Railway Association ; Pacific Coast Asso- 
cistion ; Colorado-Utah Association.—Commissioner J. W. 
Midgley has issued the following notice: 

“Mr. W. H. Hosmer is hereby appointed Freight Auditor 
of the above-named associations. e will have supervision of 
all accounts, settlements, and statistics kept in this office. 
Mr. E. W. Eeedle i appointed Chief Clerk. He will have im- 
mediate charge of ali tariffs, rates, circulars, and instruc- 
tions issued from this office and the correspondence pertaining 
thereto. Appointments take effect this date.” 

It is understood that Mr. James Wilmore will succeed Mr. 
Beedle as agent at St. Louis. 

Talbotton.—The following directors were elected at the 
r-cent annual meeting of this Georgia company: E. L. Bard- 
well, W. H. Martin, R. Leonard, J. H. Martin and W. K 
Dennis. The board elected E. L. Bardwell President; W. H. 





Martin Superintendent. 


Tavares, Brooksville & Gulf.—The office of this new com- 
pany is at Tavares, Fla.; the officers are: Alex. St. Clair. 
Abrams, President; L. P. Westcott, Vice-President; Nat- 
Poyntz, Treasurer; Geo. Butler, Secretary. 


Tavares, Orlando & Atlantic.—Mr. F. C, Hand is Chief 
Engineer; office, Orlando, Fla. 


United New Jersey.—At the annual meeting in Trenton, 
N. 8., May 26, the following directors were elected ;: John 
Jacob Astor, John C. Barron, Joseph D. Bedle, William Buck- 
nell, A. L. Dennis, Charles E. Green, F. Wolcott Jackson, 
Robert Lenox Kennedy, Thomas McKean, John G. Stevens, 
R. F. Stockton, and Samuel Welsh. At the election the 
annual dinner was held at the Trenton House. This cere- 
mony has not been omitted for many years. 


Union Pacific.—The following circular was recently issued 
by General Superintendent 8S. T. Smith: “Mr. Jobn 8. 

ickey has been appointed Division Master Mechanic of 
Idaho Division, with headquarters at Pocatello, Idaho, vice 
Mr. Frank Reardon, assigned to other duties. |The resigna- 
tion of Mr. J. 8. Gibson, Division Stcrekeeper of Icaho 
Division having been accepted, the jurisdiction of Mr. J. P. 
Pringle, Division Storekeeper of Colorado and Wyoming 
divisions, is extended over Idaho Division.” 


Verdigris Valley, Independence & Western.—The direc- 
tors of this new company are: Henry Foster, J. H. Pugh, 
Jobn McCullough, A. C. Stitch and E. Foster, all of Inde- 
pendence, Kansas. 


Wabash, St. Louis d& Pacific.—Mr. J. B. Barnes has been 
appointed Superintendent of Motive Power and Machinery in 
place of Jacob Johann, resigned. His office is in Springfield, 
Il. Mr. O. J. Wilson succeeds Mr. Barnes as Master Me- 
chanic of the Eastern Division, with office in Fort Wayne, 
Ind. 

Western Railway Club.—At a meeting held in Chicago 
May 20, the following officers were elected for the ensuing 
year: President, Charles F. Pierce; Vice-President, George 
Stevens; Secretary, Wm. Forsyth; Treasurer, W. H. Snow 


Whitefield d& Jefferson.—In Plymouth, N. H., May 25, 
this company elected N. R. Perkins President; Edwin Morey, 
S. N. Bell, C. S. Miller, W. A. Stowell, A. L. Brown, W. G. 
Brown, Ossian Ray, directors; S. N. Bell, Clerk: E. D. 
Harlow, Treasurer. 








PERSONAL. 


—Mr. W. M. Grafton has resigned his position as Superin 
a of the Potomac, Fredericksburg & Piedmont Rail- 
road, 

—Mr. Moses Lyman, for a number of years Manager of the 
Car Wheel Works at Waverly, N. Y., has been appointed 
Eastern Agent of the Shelby Iron Co.. of Alabama. is ter- 
ritory will include all east of the Alleghenies. 





—Mr. Charles A. Grow has resigned his position as Auditor 
of the Motive Power and Machinery Department of the Cen- 
tral Pacific road, and will take charge of the business affairs 
and property of Mr. Moses Hopkins. Mr. Grow has been 
in the service of the Central Pacific for 17 years past, and has 
held his late position since 1875, 


Mr. E. P. Vining, formerly Freight{Traffic Manager of the 
Union Pacific, and now Commissioner of the Western Trunk 
Lines Association, is an author, and has recently published a 
book called, ‘‘ An Inglorious Columbus.” Mr. Vining has 
written a volume of over 600 pages, profusely illustrated, to 
prove that America was first disc »vered by Chinese, who, he 
claims, landed on the west coast of Mexico during the 
twelfth century. Tne subject had been a hobby with Mr. 
Vining for a number of years, and he has spent much labor 
and study upon this work. 


—Mr. Jacob Johann has resigned his position as Supérin 
tendent of Motive Power and Machinery of the Wabash, St. 
Louis & Pacific road. Mr. Johann’s address will be Spring- 
field, Ill., for the present. Mr. Johann has been on the 
Wabash road over 10 years, serving as Division and General 
Master Mechanic and Superintendent of Motive Power. He 
was for a number of years on the Missouri Pacific and for a 
short time on the Chicago & Canada Southern. He is a 
prominent member of the Master Mechanics’ Association and 
is regarded as a Master Mechanic of exceptional ability and 
attainments. 


—A Cincinnati dispatch said that Mr. John Scott has ten- 
dered his resignation as General Manager of the Cincinnati, 
New Orleans & Texas Pacific road and its allied lines, to take 
effect June 1. Mr. Scott received his early railroad training 
in England, where he was for a number of years on. the Lon- 
don, Brighton & South Coast road. He came to this country 
six vears ago, taking charge of the Alabama Great South- 
ern, and subsequently of the other roads controlled by what 
was called the Erlanger syndicate. When that syrdicate 
leased the Cincinnati Southern road and organized the Cin- 
cinnati, New Orleans & Texas Pacific Co., Mr. Scott was 
made its General Manager and subsequently its President. 
He was relieved from the office of President at the recent 
annual meeting and now retires from that of General Mana- 
ger. No cause is assigned for his resignation. 


—Mr. David Hoit died at his residence in Albany, N. Y., 
after a long illness. Mr. Hoit was born in Malone, N. Y., in 
1831, and subsequently went to Ohio, where he learned his 
trade as a car-builder at Massillon. From that place he went 
to Fort Wayne, Ind., where he was for 10 years on the Pitts- 
burgh, Fort Wayne & Chicago road; subsequently he was 
for a number of years Master Car-Builder of the Toledo, 
Wabash & Western road at Toledo. In 1872 he returned to 
New York, having been offered a position on the New York 
Central & Hudson River road, and in 1874 he was placed in 
charge of the West Albany shops as Master Car Builder, and 
retained that position for exactly 10 years, until March 1, 
1884, when he resigned in order to become Superintend- 
ent of the Gilbert & Bush Car Manufacturing Co. at Green 
Island. Some morths later, however, he was prostrated 
by overwork and never recovered his health, a trip South last 
winter having failed to benefit him. Mr. Hoit joined the 
Master Car-Builders’ Association 17 years ago, and always 
took a prominent and active part in its proceedings. He 
ranked high as a Master Car-Builder, and was highly 
esteemed by all his associates, not only for his ability and long 
experience, but for the personal qualities which endeared him 
tothem. Mr. Hoit leaves a widow and 5 children, most of 
them grown up. He was a prominent member of the Masonic 
fraternity, on was buried in Albany, May 21, with Masonic 
honors. 





TRAFFIC AND EARNINGS. 


Coal. 
Coal tonnagesfor the week ending May 16 are reported as 
follows : 











1885. 1884 Inc, or Dee. P.c. 
Anthracite .............. 603,905 $27,348 D, 223.449 27.0 
Eastern bituminous..... 195.386 211.604 D. 16.218 7.7 
ask see hxeersenaess, Se 69.395 D. 12,984 22.0 


The railroads interested in carrying coal from Buffalo 
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westward held a meeting in that city, May 22, to fix rates, 
but no agreement was reached, and the whole question was 
referred to a committee, to investigate and report to an ad- 
journed meeting. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 16 was: 





Coal. Coke. Total. 1884, 
Line of road . ........ 157,893 43,092 200,985 194,124 
From other lines....... 72,646 3,319 75,965 67,367 
| ern -.... 230,539 46,411 276,950 261.491 


Year to May 16....... . 3,916,244 929,136 4,845.380 4,859,884 
Increase for the week, 15,459 tons, or 5.9 per cent.; de- 
crease for the year, 14,504 tons, or 0.3 per cent. 
The coal tonnage of the Chesapeake & Ohio Railroad, for 
the four months to April 30 was : 





1885. 1884. Increase. P.c. 
0 382,134 298,464 83,670 28.0 
CONN 6 se! Ses deakeeens 38,385 18,648 19,737 105.9 
OGG 5. cicinciawacnes 420,519 317,112 103,407 32.6 


All kinds of coal have shown a large increase this year. 

Cumberland coal shipments for the week ending May 23 
were 61,165 tons. Total to May 23 this year, 999,201: last 
year, 963,208; increase, 35,993 tons, or 3.8 per cent. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 23 was: 


Coal. Coke. Total. 1884. 
Line of road........... 158,764 48,302 207,066 202,027 
From other lines.. . 73,986 827 60,065 


74,813 

pS eee rr 232,750 49,129 281,879 262,092 
Year to May 23........ 4,148,994 978,265 5,127,259 5,121,976 

Increase for the week, 19,787 tons, or 7.5 per cent.; 
increase for the year, 5,283 tons, or 0.1 per cent. 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows : 


Four months ending April 30: 








i 1884 Ine. or Dec. P.c. 
Nash., C. & St. L. $712,023 $792,473 . $80,450 10.2 

Net earnings... 284,178 326,091 D 41,913 12.8 
N.Y., Sus. & W. 320.599 282,177 I. 38,422 13.6 
Northern Cent... 1,726,635 1,725,772 L 863... 

Net earnings... 723.724 617,357 L 106,367 17.5 
Pennsylvania..... 13,693,490 15,159,907 D. 1,466,417 9.7 

Net earnings... 4,254,925 5,389,527 D. 1,124,602 1.1 
Phila. & Reading. 7,904,456 9,241,959 D. 1,337,473 4.5 

Net earnings... 2,822,247 3,419,994 D. 597,747 7.5 
South Carolina... 424,365 446,905 D 22,540 5.3 

Month of March; 

Morgan’s La. & 

POX nce sees voce 54.727 $305,660 I. $49,067 16.0 
Net earnings... 146.981 110,677 I. 36,304 32.7 
Month of April; 

Nash.,C.&St. L. $165,381 $188,167 D. $22,786 12. 

Net earnings... 59,739 72,148 D. 12,409 17.2 
N. Y., Sus. & W.. 90,331 82,278 I. 8,053 9.8 

Net earnings... 39,85 26,913 IL 12,944 48.1 
Northern Cent... 450,010 454,749 D. 4,739 1.0 

Net earnings... 199,768 178,787 I. 12,011 6.7 
Pennsylvania..... 3,704,890 4,156,309 D. 451,419 10.8 

Net earnings... 1,272,948 1,694,456 D. 421,508 249 
Phila. & Reading. 2,343,973 2,855,673 D. 511,700 17.9 

Net earnings. . 951.317 1,304,161 D. 352,844 27.1 
So. Carolina..... 68,846 73,310 D. 464 6.5 

Third week in May: 

Chi. & East. Ill.. $36 943 $26.892 I. $10,051 37.2 
Chi., Mil. & St. P. 412.000 437,201 D. 25,201 5.8 
Chi. & Nor’west. 437,500 443,500 D. ,000 1.3 
Chi., St. P., M. & 

i eee 105,600 106,100 D. 500 0.5 
Cin., Ind., St. L. & 

ERR 45,962 47,245 D. 1,283 2.7 
Long Island..... 54,125 51,118 L. 3,007 5.9 
Louisv. & Nashv, 253,005 258,260 D. 5,255 2.0 
Mil. & Northern. 11,385 10,097 IL. 1,288 12.8 
Roch. & Pitts ... 26,238 19,138 I. 7,200 37.9 
St. L. & SanF... 75,500 78,200 D. 2,700 3.5 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Cotton. 


Cotton movement for the week ending May 22 is reported as 
follows, in bales : 


Interior markets: 1885. 1884. Inc.orDec. P.c. 
eee Sse 6,933 8.425 D. 1.492 17.7 
NB i io.scc. siscccwaces 13,593 13,724 D. 131 0.9 
Stock, May 22.. ....... 64,285 70,523 =D. 6,238 8.8 

Seaports : 

OCI, nices cies icassce SAD 5,863 I. 1,566 26.6 
pr 27,009 25010 I. 1,999 8 0 
Stock, May 2¥... ....... 464,861 483,845 D. 18,984 3.9 


The total movement from plantations for the cotton year 
(from Sept. 1) to May 22 is estimated at 5,559,185 bales; the 
decrease, as compared with last year, is 16,441 bales, the de- 
crease from 1882-83 is 1,218.517 bales, and the increase 
over 1881-82 is 334,116 bales. 


Southwestern Railway Association. 
The general managers of the roads of the Southwestern Rail- 
way Association were yesterday in receipt of the new per- 
centages affecting the lumber 1 in the association, and just 
—— by Messrs. J. W. Midgley, George M. Bogue, and 
J. H. Highland. The figures are as follows : 





Roads. New. Old. 
MINS fins decodes bKadoass Kosnewcidcniaon 30 31% 
PNG iso, «15:5 crore dod Wats pew ancakecedous 22% 21% 
Re ea seeks speucud Wat scws idee inane ae 1684 15% 
I oor natnkie fu ds dah pvisek keane cocaine 14 12% 
pS ee 7% 9 
SAME BE. FOREN. oo. io sess cescccccecss - 9 10 


TOMO: (Sci eksde* sds tabbed dibedsengeeses 100 100 
These percentages will govern from April 1, 1885, until 
Dec. 31, 1885, The old ones were prepared by Mr. Bogue in 
May, 1883.—Chicago Inter-Ocean, ee 23. 


Colorado-Utah Association. 


The new percentages recently agreed upon for the govern- 
ment of the passenger department of the Colorado-Utah As- 
sociation by the arbitrators, Messrs George M. Bogue, H. 8. 
DePew and J. H. Hiland, were promulgated yesterday by 
oe J. W. Midgley. These new percentages are as 
ollows : 





Roz.d. Per cent. 
NR ol ton as Uosec tes err. 
I acs 605s ae Pa pi ieea wagls! boewaal, aannneoceoaninewn 15.0 
BEM a cera ee aredrain ee oaehd ia nhacde vicewn onieieecowen's 13.5 
MS sats aa ns fal eek. dae ial yesh stlGrs <A véum bdaoleminns de> 08 Wale owen 13.0 
ER a SCOR AT We el i ua oF Cad daa Ako icecedah deccece eese> 12.0 
aie s sab iheatd cancanh ea. Wied. ovcnepusnéeesnces 9.5 
RNIN IIR si, roth bu Gigs $6 CNN CGs scape cadccotnaadanaehtenes's 8.0 

MUNN iathes BtRsicee Cds + rsa ekscsie, oddvecascetaboh adeno 100.0 


These percentages, it is expected, will give general satisfac- 
tion. hey were originally intended to govern bnsiness car- 
ried from Feb. 1, 1885, until May 30, 1885, with 30 days’ 
notice of withdrawal, but it has since been agreed to allow 
them to run as they are until one of the roads gives 30 days’ 








notice of withdrawal from the agreement.—Chicago Inter- 
Ocean, May 20. 

A meeting of the passenger agents of the roads in this As- 
sociation was held in Chicago, May 21, when it was agreed 
to put the usual tourist tickets on sale June 1, the sales to 
continue until Sept. 15, and the tickets are to be good for the 
return trip until Oct. 31. The basis of rates of these tickets 
is to be a round trip rate $30 between Missouri River points 
and Denver. On the second day of the meeting the principal 
theme of discussion related to the power of railroads to make 
tickets transferable or otherwise. The laws of Colorado re- 

uire a ticket to be non-transferable, a rule differing from 
that in force in other states. The question was whether the 
inter-state law would prevail or not on tickets sold good be- 
tween two states. The subject was referred to the general 
solicitors of the roads in interest. It is probable that the 
matter will be taken up at another meeting to be held in Den- 
ver, June 3. 
Mississippi River and Rail Rates. 
A meeting was held in St. Louis, May 23, at which all the 
lines running through the Mississippi Valley were represented. 
An arrangement was concluded between the rail and river 
lines for the maintenance of agreed rates from St. Louis to 
Memphis, Vicksburg, Natchez and other Mississippi River 
ints, and also to Mobile. Rates have also been arranged 
rom Evansville, Cairo and other Ohio River points, as well 
as from St. Louis, and arrangements have been made with 
the lines from Kansas City by which certain rates will be 
charged from that place to the Southern points included in 
the agreement. The river lines are to receive an allowance 
to cover the additional cost of insurance. 


Southern Passenger Rates. 
The passenger troubles between the Southern roads have 
broken out again, the present quarrel having been started, it 
is charged, by the Cincinnati Southern, which road has given 
special rates not warranted by the agreement in several 
cases. It is also charged that the East Tennessee road has 
violated the agreement by sending agents to solicit passenger 
business at Augusta and other points beyond its territory. 
Passenger Kates. 
The efforts recently made for some settlement of the trunk 
line difficulties were followed on May 23 by an announce- 
ment made by the Pennsylvania Railroad Co., of a general 
reduction in its passenger rates from New York to Chicago and 
other Western points of about 25 per cent. The Pennsylva- 
nia, it will be remembered, during all the recent troubles 
has adhered to its full rates on first-class passenger business, 
although making a heavy cut in emigrant rates. The present 
action, it is stated by its officers, is taken with a view of 
recovering the business which it has lost by the cuttings of 
other lines, and they state that if the reduction 1ow made is 
not sufficient, it will be followed by others. 
Chicago-Ohio River Pool. 
At a meeting held in Chicago, May 22, it was decided that 
roads in this Association might allow a rate of 2 cents per 
mile where parties of 20 or more purchased tickets, without 
referring to the Pool Committee. Several local special rates 
were granted and other routine business transacted. 


Transcontinental Association. 

The difficulties between the Pacific Mail Steamship Co. and 
the transcontinental lines has been practically settled by the 
adoption of a new agreement, which is substantially the same 
as the old one, except that the amount which the rail lines 
are to guarantee the Steamship Co, will be $85,000 a month. 
The agreement will probably be finally accepted and signed 
this week. 

A meeting of representatives of the passenger departments 
of the roads in this Association was held in Chicago last 
week. There wasa discussion on the question of through 
rates from the Missouri River to the Pacific Coast, but no 
final action was taken, although a considerable reduction in 
both first-class and emigrant rates was favored. 


Chicago, St. Louis & Missouri River Passenger 
Association. 

Arbitrator Hiland has ruled that it would not be justifiable 
for the representative of any line in this Association to assume 
the responsibility of meeting competition by quoting less 
than agreed rates from §Chicago to Missouri River points 
Even ina case where it was known to him that a cut had 
actually been made he would not be justified in following it, 
but should rather make complaint to the Association in the 
proper manner and ask for redress in that way. 

Mr. Hiland also decided that it would not be justifiable for 
any of the lines in this Association to pay commission to an 
excursion agent or leader of a party who brings such party 
froma point beyond the terminus of the line in question. 

New York-Buftalo Passenger Fares. 
Ata meeting of the passenger agents of the eastern trunk 
lines in New York, Wednesday, Mr. Pierson presiding, the 
following resolutions were passed: 

Resolved, That from June 1 proximo, all tickets of trunk- 
line issue sold on the existing basis of half fare or less, from 
western termini of the New York state trunk lines to New 
York, shall be limited to continuous passage by trains start- 
ing on date of sale,the particular train upon which any 
ticket is valid to be specified on the face of the ticket. 

** Resolved, That on and after June 1, 1885, the rate for 
continuous passage tickets to New York reading from Buffalo, 
Niagara Falls or Suspension Bridge, be made $4.65, and that 
the sale of such tickets be restricted to regular offices and the 
offices of brokers agreeing to sell! such tickets at not less than 
$4.15, it being understood that no tickets or orders for tickets 
of trunk line issue shall be sold in Chicago which will have the 
effect to reduce the established rates from that point. 

‘* Resolved, That all complaints for breach of the above reso- 
lutions shall be heard by the Commissioner before any action 
to change the status is taken by any party.” 








RAILROAD LAW. 


New Jersey Railroad Taxation. 

The following law was passed by the New Jersey Legisla- 
ture at its recent session : 

‘* 1. Be it enacted by the Senate and General Assembly of 
the State of New Jersey, That any railroad or canal com- 
pany having the right, by contract, to any different imposi- 
tion of tax, either state or municipal, than that provided for 
in the act entitled ‘An act for the taxation of railroad and 
canal property,’ approved April 10, 1884, is hereby author- 
ized to execute and file in the office of the Secretary of State 
an instrument, to be first approved by the Attorney-General, 
waiving the benefit of any such contract and accepting and 
submitting to the provisions of the aforesaid act and the 
supplements thereto ; whereupon they shall be bound by the 
terms of said act or any supplement or amendment thereto, 
or any further act of the pre mrad and upon filing any 
such instrument the state agrees to surrender its right to take 
the property of any such company under any statute now 
existing ; provided that any such company shall execute and 
file such instrument on or before July 1, 1885 ; provided 
further, that the lessee or grantee of the railroad or canal of 
any such company shall join in such instrument, 





‘2. And be it enacted, That this act shall take effect im- 
mediately.” 

Another act directs the Attorney-General to ascertain and 
report to the Legislature at its next session all existing special 
exemptions and contracts relating to the taxation of railroad 
lines. 

When Strikers are in Contempt of Court. 

In the cases of Murphy, Wheeler, Tylor and Orr, the strik- 
ing shop employés of the Denver and Rio Grande road who 
were recently brought beforethe United States Circuit Court 
in Denver, for interfering with the operation of the road by 
trying to induce trainmen to join in the strike, the Court con- 
sidered the case at considerable length, in its opinion holding 
that the strikers, if discontented, had a perfect right to leave 
work, and if they proceeded in a proper manner, they also 
had a right to persuade others to leave their work, if they could. 
The road being in charge of the Court and operated by its 
Receiver, forcible interference with its management con- 
stituted contempt of court ; but in order to show that such 
contempt exists, it must be proved that requests to other 
employes to leave their work were something more than mere 
requests ; that whatever language may have been used, was 
under such circumstances and with such demonstrations that 
the engineers and trainmen felt that they must leave 
their work as prudent men and out of their regard 
for their own safety, and it must also be shown 
that the demonstration was made with the intention 
to accomplish that result. After considering the evi- 
dence in the case at considerable length, the Court 
held that such demonstration had been made, and that it had 
been made with the definite intention of stopping the running 
of trains, and therefore held that the persons in question who 
had been concerned in it had been guilty of contempt of 
court. As their share in the demonstration complained of 
had been different, one of them (Wheeler) was discharged 
on a bond to keep the peace and refrain from interfering with 
the management of the road, and the others were sentenced 
to imprisonment for various terms. 








OLD AND NEW ROADS. 


Asheville & Spartanburg.—The contract for com- 
pleting the extension of thisroad from Hendersonville, N. C., 
to Asheville, 20 miles, has been let to the Greenville Con- 
struction Co., the work to be finished by Jan. 1 next. 


Atlantic & Pacific.—The land department of this com- 
pany is negotiating for the sale of a very large tract, said to 
be 1.000.000 acres, to a Scotch company, which proposes to 
use the land for raising cattle. The tract in question is west 
of that bought last year by the Aztec Land & Cattle Co. and 
is on the north side of the railroad. 


Baltimore & Ohio.—In the Philadelphia City Council, 
May 21, ordinances were introduced giving the necessary 
authority to this company to construct its railroad in the city 
of Philadelphia. At the same time, petitions were presented 
from a large number of business men asking that the ordi- 
nances be passed. One of them relates to the construction of 
the road from Cobb’s Creek, at the city line, to the Schuylkill 
River, and the other to the construction of the Schuylkill 

River East Side road. Plans of the road to be built accompany 
the ordinances, thus giving the first definite statement of the 
lines adopted by the company. These lines are described by 
the North American as follows : 

‘** Tt crosses Cobb’s Creek and enters the city upon the west- 
ern border of the village of Paschalville, near Seventy-second 
street and Kingsessing avenue. Thence the route proceeds 
northeastward towards the Schuylkill River. The road cuts 
directly through the O’Hara estate, the Ellis estate, the 
grounds of Powers Wallace and Joe Thomas, the Belmont 
Cricket grounds, the Drexel estate and the Eastwick estate. 
Woodland avenue and Darby road are crossed at grade, and 
the line of the Philadelphia, Wilmington & Baltimore road 
under grade. The route crosses the Chester Branch of the 
Reading Railroad at grade and will connect with that branch. 
It then comes out on the Schuy'kill River bank about 2,000 
ft. below Gray’s Ferry Bridge, and crosses the river diago- 
nally to Tasker street. 

‘*On reaching the eastern bank of the Schuylkill the road 
divides. The main line, after going under Gray’s Ferry road, 
proceeds northeast along the river bank, while the branch for 
freight turns southeastward until it reaches Passayunk road 
and Oregon avenue, and then runs along the projected line 
of Oregon avenue to the Delaware River near the Pennsyl- 
vania Salt Works, and also along the projected line of 
Meadow street to the north side of Reed street. The main 
route curves along the bank of the Schuylkill River, under 
all the bridges crossing that stream at the Arsenal and South, 
Chestnut and Market streets. The level of the road then be- 
gins to rise, and at Filbert street the elevated portion of the 
road begins, crossing all streets up to Race overhead. From 
there the elevated road continues along Twenty-fourth street 
to Pennsylvania avenue, when the grade is reached. Thus 
what will be known as the Schuylkill River East Side Rail- 
road will cross no street at grade. A passenger station is 
projected at Chestnut street, between Twenty-fourth and the 
river.” 

Boston & Maine.—A joint committee from this company 
and the Fitchburg are now considering the question of uniting 
the passenger stations of the two companies in Boston. In 
case an agreement is reached the united station will probably 
occupy the site of the present Fitchburg station in Causeway 
street, and the Boston & Maine station in Haymarket square 
will be abandoned. 


Calabasas, Tucson & Northwestern.—Pima County, 
Ariz., has voted to subscribe $200,000 in aid of this road. 
This subscription, it is said, secures the immediate commence- 
ment of work on the projected line. 


Central, of New Jersey.—The directors of this company 
have passed a resolution instructing eounsel of the company 
to begin proceedings immediately in the New Jersey Supreme 
Court to recover possession of the road from the Philadelphia 
& Reading Co. This action is taken in obedience to the vote 
of the stockholders at the recent annual meeting. 


Chattaroi.—This company is reported to be in financial 
difficulties, and there is some talk among the stockholders. 
who are chiefly residents of Cincinnati, of the appointment of 
a receiver. The road extends from Ashland, Ky., southward 
to Richardson, 50 miles, and by the last report had $380,000 
first-mortgage and $380,000 income bonds. No recent re- 
port of earnings has been made. 

A notice appears in the New York papers requesting hold- 
ers of first-mortgage bonds who have not received the inter- 
est due April 1 to communicate with Mr. Edward L. An- 
drews, of 52 Broadway, who is attorney for certain of the 
bondholders. 

Chesapeake & Ohio.—Tke wages of employés on this 
road will be reduced 10 per cent. on June 1. tt is understood 
that no objection will be made by them to this reduction. 


Chicago & Evanston.—Track has been laid on this 
road from a point just north of the Chicago & Northwestern 
track on Kinzie street in Chicago, northward to Calvary 
Cemetery, a distance of 10 miles, and this section will be 
opened for passenger traffic, with the expectation of securing 
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a considerable suburban business. This road has been under 
construction for some time, the work having been delayed by 
difficulties in securing the right of way. t is owned chiefl 
by two or three parties who are largely interested in the Chi- 
cago, Milwaukee & St. Paul, but the present Chicago report 
is that the Wisconsin Central is endeavoring to secure the 
o— as an entrance into Chicago for its proposed extension 
to that city. 


Chicago, Milwaukee & St. Paul.—This company has 
recently bought land in Milwaukee, on which it intends to 
build a large and handsome passenger station. The land is 
within a block of Grand avenue and is now occupied by a 
church and other buildings. 


Cincinnati, Hamilton & Dayton.—A dispatch from 
Cincinnati, May 26, says: ‘‘The Superior Court Judges, 
sitting in General Term, to-day decided invalid the contracts 
by which the New York, Lake Erie & Western Railroad Co. 
has for three years controlled the Cincinnati, Hamilton & 
Dayton system of roads. These contracts provided for a 
transfer of .a majority—17,501 shares—of the Cincinnati, 
Hamilton & Dayton stock to the pool trustees, who placed it 
in the name of H. J. Jewett, then President of the Erie road, 
the holders of this stock receiving in lieu of their certificates 
an issue ot trust certificates upon which 3 per cent. semi- 
annual dividends were guaranteed by the Erie, whether 
earned or not. Though the stock was placed in Mr. Jew- 
ett’s name, it was a part of the agreement that he should 
from time to time transfer to the Erie board or its appointee 
a proxy therefor, which was to be voted as the board might 
direct. The plaintiff, a minority stockholder, petitioned the 
Court to restrain Mr. Jewett from delivering this proxy to 
the Erie board, or to restrain the Cincinnati, Hamilton & 
Dayton officials from counting the vote, shculd it be cast. 
The Erie denied the plaintiff's allegation that these agree- 
ments were illegal, eh asked that Mr. Jewett be compelled 
to transfer the proxy to the Erie, which, it was alleged, he 
was threatening to cast against that road’s interest. In an 
alternative prayer the Court was asked, in the event of find- 
ing the agreements illegal, to extend the injunction from vot- 
ing the stock to Mr. Jewett and to release the Erie from its 
guarantee upon the stock 

‘* The Court held that the plaintiff, never having entered 
the pool, was not a party thereto, and hence not estopped 
from seeking the relief prayed for ; that the contracts were 
invalid for the double reason that, under the law of Ohio, one 
corporation cannot purchase, for the purpose of controlling, 
the stock of another corporation, or attain the same end by 
indirect means, and stockholders have no more right to sell 
their proxies than a citizen would have to sell his vote at a 
»opular election, or a director his vote on a question before 
1is board. The contracts having been thus found to be 
illegal as to the Erie road, it followed as a matter of 
course that they were illegal as regards Mr. Jewett, and 
both Jewett and the company were enjoined from 
voting the proxy in question. It will now be necessary to 
take up the trust certificates, and issue common stock in their 
stead, which may be voted at the annual meeting, June 16. 
The trust certificates, of which there are about $2,000,000 
on the market, dropped upon the news of the decision from 
95 to 91. Common stock sold at 90 before the decision was 
announced. Immediately thereafter all the blocks upon the 
market were withdrawn. Talk of the Pennsylvania Co. ac- 
quiring control of the Cincinnati, Hamilton & Dayton was 
revived, and there were predictions that such control would 
be practically secured at the coming annual meeting.” 


Connotton Valley.—A meeting of the parties to the 
agreement for the reorganization of this company, and for 
the readjustment and capitalization of its debt and stock, 
will be held at the office of the General Manager in Cleve- 
land, O., June 24, to elect directors, decide upon a corporate 
name, and otherwise reorganize the éompany. 


Daggett & Calico.—This company has been organized 
to build a railroad from Daggett, Cal., onthe Atlantic & Pacific 
road to the town of Calico, a distance of 10 miles. The com- 
pany will also build several spurs and short branches to 
mines, the object of the road being to connect the mines in 
the Calico District with the Atlantic & Pacific road. 


Danville, Olney & Ohio River.—Receiver Henderson 
reports that during the 14 months this road has been under 
his charge it has earned its operating expenses in each 
month except February of this year. All surplus funds 
have been used for improving the road-bed, which is now in 
much better condition than when he took charge, although 
much still remains to be done. 


Denver & Rio Grande.—The strike of the shop hands 
on this road still continues, but the trainmen have refused to 
join, and the Receiver appears determined not to give way. 
fhe strikers have injured their cause by riotous and dis- 
orderly conduct at several points, and one attempt to wreck 
a train has been charged against them. 


Evansville, Washington & Brazil.—Work has been 
begun on the extension of this road from Washington, Ind., 
to Worthington, a distance of 32 miles. At Worthington the 
road will connect with the Terre Haute & Southeastern—the 
extension will also develop some valuable coal country. 


Fergus Falls & Southwestern.—Efforts are being 
made to secure the construction of this road from Fergus 
Falls, Minn., on the St. Paul, Minneapolis & Manitoba road, 
southwest 45 miles to the Fargo & Southern road near 
Wheaton. The road will pass through a good country, and 
can, it is said, be cheaply puilt 


Florida Railway & Navigation Co.—Grading is pro- 
gressing well on the extension of this company’s Southern 
division from Panasoffkee southward. 
_A short line is now under construction from Fernandina, 
Fla., to Strathmore Beach, a distance of 24% miles. It is 
expected that this road will be finished by June 15 next. It 
will be leased and operated by this company. 


Florida Southern.—Work is being pushed on the 
grading of the extension of this road from the present termi- 
nus at Pemberton Ferry, on the Withlacoochee, southward 
to Lakeland, Fla., 42 miles. Nearly half the grading is 


completed and tracklaying has been begun at Pemberton 
erry. 


Fremont, Elkhorn & Missouri Valley.—The con- 
tractors on the extension of this road have track laid from 
the old terminus at Valentine, Neb., westward 48 miles, and 
the work is progressing rapidly. The grading of 90 miles of 
this extension was completed last fall, and grading is now in 
progress on 50 miles more, work on this contract being more 
than half completed. 


Georgia Pacific.—A preliminary survey is in progress 
for an extension of the Mississippi Division of this road from 
its present terminus at Johnsonville, on the Sunflower River, 
a to Lexington, on a branch of the Illinois Central. 

© distance is about 40 miles, through a rich cotton coun- 


try. 
Grand Trunk.—A dispatch from Toronto, Ont., May 25, 
Says: A meeting of the brakemen employed in Central Di- 
—— of the Grand Trunk Railway was Held here yesterday 
afternoon to consider the grepensdl continuation of the 5 per 





cent. reduction for an indefinite period. After fully discuss- 
ing the proposal, a resolution was passed that Sp de ypee not 
accept a further extension, and it was ordered t a copy 
of the resolution be forwarded to headquarters. If an accept- 
able proposition is not made to the men, a strike is probable.” 


Great American & Eurrpean Short Line.—A dis- 
tch from Halifax, N.S , says: ‘Dr. Norvin 
treen, of New York, president of the Euro Short Line 
Railway, has addressed an open letter to the Hon. J. H. Pope, 
acting minister of Canadian railways, protesting against the 
alleged hostility of the government department of railways 
against his company. r. Green says that the action of the 
government and its officials has not only ruined the credit of 
his company, but justified it in declining to make further ad- 
vances until the government recedes from its position of hos- 
tility and gives the company its moral support and a financial 
standing. He openly pz an the inability of his company to 
raise the $150,000 due the sub-contractors on the road-bed. 
He claims that New York capitalists have put $500,000 cash 
into the enterprise and never received a dollar of subsid 
actually, though not technically earned. Mr. Green demands 
that the government place in hands of a trustee the contract 
and $150,000 of the subsidy actually earned, to enable the 
company to pay the Nova Scotia contractors, and agrees on 
behalf of the company to deposit with said trustee $3,600,000 
of first mortgage bonds as collateral security, he to hold the 
bonds and contract until Green’s company repays the advance 
or legally earns it, and if not done before Jan. 1 next, the 
trustee may foreclose the road.” 


Green Bay & Northern.—Arrangements are being 
made for the organization of a company to build a railroad 
from Green Bay. Wis., northwest through the peninsula be- 
tween Green Bay and Lake Michigan to Sturgeon Bay, a 
distance of about 40 miles. The road is intended to bea 
branch of the Milwaukee & Northern, but will be built by a 
separate company. 


Houston, East & West Texas.—On the eastern end of 
this road the track is now completed from Shreveport, La., 
southwest to Keachi, 23 miles, and the company has begun 
running a train regularly between those points. Tracklay- 
ing is in progress on the 15 miles from Keachi to the Sabine 

iver. 


Houston & Texas Central.—It_ is announced that the 
proposition made to the bondholders by this company, under 
which coupons for two years are to be funded in 3 per cent. 
debentures and the interest reduced to 6 per cent. on firsts, 4 
per cent. on seconds and 3 per cent. on consols, has been with- 
drawn. This action has been taken on account of the general 
refusal of bondholders to accept it. 


Illinois Midland.—A Chicago dispatch says that the 
United States Circuit Court has given a final judgment of 
foreclosure in the suit against this company, and that the 
decree of sale will be entered at once and the road sold as 
soon as the legal notice has expired. 


Kanawha.—This company, which had a short road about 
5 miles long, extending from the Chesapeake & Ohio, near 
Coalburg. W. Va., up Cabin Creek, has just completed an 
extension one mile long further up that creek to reach some 
new coal mines. 


Louisville, New Orleans & Texas.—A dispatch from 
Vicksburg, Miss., May 21, says: ‘* At a meeting of the City 
Council held last night the proposition submitted by the 
Louisville, New Orleans & Texas Railroad Co. to locate its 
machine shops at this place was considered and unanimously 
adopted. This proposition was in the form of a contract, to 
be signed by the railroad company and the Mayor of the 
city, and the resolution instructed the Mayor to sign the 
contract, which had already been signed by R. F. Wilson, 
President, and William Johnson, Secretary of the company, 
both of New York. The contract exempts the railroad com- 
pany from taxation for 99 years, and the city renounces all 
claims and demands whatever against the railroad company, 
and also grants certain rights of way and track and switch 
privileges through certain streets of the city. The railroad 
company, on its part, renounces all claim to a subscription of 
$100,000 voted by the city in 1878 to the capital stock of the 
company, and binds itself to build and maintain its principal 
shops at this place, provided another $100,000 is voted by 
the A in leu of the 1878 subscription. The resolution 
passed by the Council requires the Mayor to issue bis procla- 
mation for a vote by the city on this subscription at once.” 


Macon & Dublin.—The preliminary survey of this line 
has been completed from Macon, Ga., to Dublin, 32 miles, and 
for 22 miles from Macon to Jeffersonville the location has 
been completed and most of the right of way obtained. The 
subscriptions already secured are sufficient to grade the line, 
which presents no difficulties in construction. 


Marshall & Northwestern. — Contracts have now 
been let for the grading of this road from Marshall, Tex., 
northwest to Winnsboro, about 60 miles. Track has been 
laid from Marshall 10 miles. The grading of the second sec- 
tion of ten miles is nearly completed and track laying has 
been begun. 


Mexican National.—Work is progressing on the com- 
pletion of the line of this road between Morelia and Patz- 
cuaro. This division is 40 miles long, and the work has been 
let to contractors in two sections of 20 miles each. The line 
was completely graded two years ago, when work was stopped 
on account of the financial difficulties of the company. he 
work now being done is simply track laying and repairing of 
the damages caused by the weather since the work was 


geet. 

he earnings and expenses of the Southern Division of this 
road for the quarter ending March 31, for three years, have 
been as follows : 








1885. 1884. 1883. 
BOS GOI. ion sscdciccasnccons 385 385 154 
SS EEE HOTT REET $238,548  $245.023 $119,319 
| Sarr 177,379 218,415 188,562 
Net earnings.............. $61.169 $26,608 $69,243 
Per cent. of expenses........... 74.4 89.1 158.0 


* Deficit. 


The striking point about this statement is the very large 
deduction of expenses this year as nee gay with last year. 
It must be remembered that the road, not being completed, 
carries no through business, its traffic being entirely local. 
In considering the amount of expenses, it should be stated 
that the grades are from 75 to ft. per mile. The average 
freight rate is 4 cents per ton-mile, the average haul being 70 
miles. The locomotive be ee are necessarily high, the 
fuel used being pine wood, which costs the company $7 per 
cord. The locomotive engineers, who are all from the United 
States, receive from $150 to $175 per month. 


Michigan & Ohio.—It is said that the syndicate con- 
trolling the Columbus, Hocking Valley & Toledo road, which 
has lately bought the controlling interest in the Ohio Central, 
is negotiating for a controlling interest in this road also. The 
object is to secure an outlet for coal to Lake Michigan. The 
Michigan & Ohio road was built to sell, and a controlling 
interest can probably be obtained on reasonable terms. 





Nashville, Chattanooga & St. Louis.—This com- 
pany’s statement gives the following figures for April and 
the ten months of the fiscal year from July 1 to April 30: 





—— -April-—-— ——Ten months—— 

885. 1884. 1884-85 1883-84. 
Barnings......0++. $165.381 $188,167 $1.925,523 $2,019,379 
Expenses...... 105,642 116,019 1,116,706 =1,115,747 
Net earnings ... $59,739 $72,148 $808,817 $903.632 
Interest and taxes............ss.s0 chabneas 569,610 552,735 
NG ii sovnidepns040e-50000000506. eosases $239,207 $350,897 


This shows for the ten months a decrease of $93,856, or 4.6 
per cent., in gross earnings; of $94,815, or 10.5 per cent., in 
net earnings; and of $111,690, or 31.8 per cent., in surplus. 


New York, Lake Erie & Western.—The New York 
Supreme Court has given its decision in the long contested 
case of Frank against this company and the Erie & Genesee 
Vailey. The suit arose out of the lease of the Erie & Genesee 
Valley road by the Erie Railway Co. in 1871, the lessee at 
that time guaranteeing the 4 The coupons were paid 
up to Jan. 1, 1875, when Mr. Jewett, then Receiver of the 
Erie, refused to pay interest longer, on the ground that the 
lease had not been legal. The lease to the Erie, it appears, 
was not made by the Erie & Genesee Co., but by L. C. Wood- 
ruff, to whom that company had previously transferred its 
road, and Receiver Jewett’s claim was that a railroad com- 
pany had no authority to lease its road to an individual, and 
that consequently the whole transaction, including the sub- 
sequent lease to the Erie, was void. The present suit was 
brought by bondholders to foreclose the mortgage on the 
road and to enforce the Erie guarantee on the bonds. The 
Court now holds : 

1. The plaintiff is entitled to the usual judgment of fore- 
closure. 

2. As between the Valley Railroad and the Erie Railway, 
the latter is liable for accrued interest on bonds issued by the 
former. 

3. That as between the Valley Railroad and the Erie Rail- 
way and Woodruff, the Erie is found primarily liable as 
principal debtor for the payment of bonds when matured. 

4. That the Erie Railway is estopped by its own act from 
denying that it is liable for the unpaid interest for principal 
increase on the mortgage. 

5. That Woodruff is liable for principal and interest of 
said bonds, but his liability is second and subsequent to that 
of the Erie Railway. 

The original amount of the bonds was $120,000, and there 
is 10 years’ unpaid interest on them. 


New York & New England.—The Railroad Commis- 
sioners of Connecticut have completed their spring examina- 
tion of the lines of this company in that state, and have ad- 
dressed a letter to the Receiver recommending several im- 
een for most of them on the Springfield Division. 
Several of these improvements have already been projected 
by the Receiver, and were to be carried out as soon as he had 
sufficient funds at his disposal. 


New York, Ontario & Western.—This company’s re- 
port for the quarter ending March 31 is as follows : 











1885. 1884. Ine. or Dee. P.c. 

IO jo i00000s00as $394,499 $362.330 I. $32,169 8.9 
Expeoses.... .... .... $79,210 390,427 D. 11,217 29 

Net earnings..... : $15,289 $28,097* I $43,966... 
Other receipts....... 24,341 15,912 I. 8,429 582.7 

Total income .. $39,630 $12,185* I, $51,815 
Interest, rentals and 

CRGB 2s cocecccsse 113,901 122.724 D 8.823 7.2 

UL. ciccecs. cece. GTS $134,909 D. $60,638 449 

* Deficit. 


The general balance sheet shows a surplus in the profit and 
loss account of $310,429; there are no great changes from the 
last quarter. 

New York, Susquehanna & Western.—This com- 
pany’s statement for April is as follows : 





1885. 1884. Inc. or Dec. P.c 

NE ncn ccsadnane $90,331 $82,278 . $8,053 98 
NE 50,474 55,365 D. 4,991 88 
Net earnings......... $39,857 $23,913 I. $12,944 48.1 
Per cent. of expenses. . 55.9 67.3 dD. 11.4 Kintch 


The company is now laying a small lot of steel rails, which 
will complete a steel track on the main line from Marion 
Junction to Deckertown, 65 miles. The track from West 
End to New Durham is being raised and ballasted with 
gravel, and the long trestle at West End is being filled in. 


Northern Central.—This company makes the following 
statement for April and the four months ending April 30: 





April ———Four mcnths—-., 

1885. 1884. 1885. 1884, 
Earnings....... $450,010 $454,749 1,726,635 $1.725,772 
Expenses.. .. . 259,242 275.992 1,002,911 1,108,415 
Net earnings $190,768 $178.757 $723,724 $617,357 
Per ct.ofexps... 57.6 69.7 58.1 64.1 


For the four months the gross earnings increased $863 (0.05 
per cent.) and the expenses decreased $105,504 (9.5 per cent.) 
the result being a gain of $106,367 (17.5 per cent.) in net 
earnings. 

Northern Pacific.—The Jamestown & Northern Branch 
is now eompleted and open for traffic to Minnewaukan, Dak., 
89 miles from Jamestown. Most of this extension was built 
last year, when the work was stopped by cold weather, and 
some 4 miles of track have been laid this spring. 


Norfolk & Western.—This company’s monthly state- 
ment of earnings and expenses for April is as follows: 
April. ~ -——Four a ~ 
. 








— 


1885. 1884. 1885 : 
Gross earnings. .... $206,484 $211,522 $552,455 $860,197 
Expeuses .......... 137,161 132,922 521,674 534,002 
Net earnings..... $69,323 $78,600 $330,761 $326,195 
Per cent. of exps.. 66 63 5 62 


D 

For the four months the earnings decreased $7,762 (0.9 per 
cent.) and the expenses $12,328 (2 per cent.), leaving a gain 
of $4,566 (1.4 per cent.) in net earnings. 

Oregon Railway & Navigation Co,—The confer- 
ences in relation to the lease of this road still continue, but 
no definite result has been reached, several — havin 
arisen which required settlement. It seems to be considerec 
that the lease will be concluded. 

Ohio Central.—In the suit against the River Division 
the United States Circuit Court for West Virginia has 
granted a final decree of foreclosure and sale; the sale to take 
place within four months from May 23. The motion for the 
tinal decree was opposed by counsel for the company. 

It is reported that the Columbus, Hocking Valley & Toledo 
Co. will make an attempt to secure control of the River Divis- 
ion in the same manner that it has recently secured control 
of the Main Line—that is, by the purchase of the stock of the 
company when reorganized. 

The Commercial and Financial Chronicle, after giving 
along account of the history of this road, says : 

‘* Now, what will be the position of the Hocking Valley in 
this matter at the end of the long struggle, during which its 
life was threatened? We have not room for d , but sim- 
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ply present results. The following will be the cost of the 
Ohio Central to the Hocking Valley : 


Bonds. 
New issue, bearing 5 per jaar — sine (enlgniemadoue $3,000,000 
ock, 
Amount of preferred stock Toledo & Ohio 
So tea pe tae: 4) Se tee $3,108,000 
Less one-quarter to be knocked cff.......... 777,000 
Leaving to be exchanged share for share......... 2,331,000 
Amount of common stock Toledo & Ohio 
CGMP eno... dccacencecekens Seok siete nae $1,600,000 
Less one-quarter to be knocked off.......... 400,000 


Leaving $1,200,000 to be exchanged on the basis 
of \wo shares for one, OF......... 0s... .eeeeeeee 600,000 
Me king total amount of new Hocking Valley stock..... $2,931,000 
** Consequently, the Hocking Valley will get the 200 miles 
of Ohio Central road between Toledo and Corning for 
$3,000,000 of 5 per cent. bonds and less than $3,000,000 of 
its own stock. As the road in the year ended Sept. 30, 1884, 
as stated above, earned $267,514 net, and the new bonds 
entail a charge of only $150,000, it will be seen that the ar- 
rangement is very advantageous to the Hocking Valley. In 
brief, it may be said that the outcome of the conflict that has 
been waged is that the Hocking Valley secures the outfit of 
ts quondam rival upon its own terms.” 


Pennsylvania.—The statement of the business of all 
lines east of Pittsburgu and Erie, for April, 1883, as compared 
with the same month for 1884, showsa decrease in gross 
earnings of $451,419; a decrease in expenses of $29,911, 
anda decrease in net earnings of $421,508. The four months 
of 1885, as compared with the same period of 1884, show a 
decrease in gross earnings of $1,466,417; a decrease in ex- 
penses of $331,815, and a decrease in net earnings of $1,134,- 
602. This statement gives the following figures : 





pril. — —---Four months.——— 

TRR5. 1884. 1885. 1884. 
Eirvings....... $3,704,+90 $4,156,309 $13,693,490 $15 159.907 
Expemses....... 2.451942 2,461,853 9,438,565 9.770,380 





Net earnings. ..$1,272.948 $1,694,456 $4,254,925 
Per cent of exps. 65.6 59.2 

The gross earnings for the four months thus decreased 9.7 
per cent.: the expenses 3.4 per cent., and the net earnings 
21.1 per cent. 

All hnes west of Pittsburgh and Erie for the four months of 
1885 show a deficiency in meeting all liabilities of $390,683, 
being a decrease as compared with the same period of 1884 
of $81,392. 

It is stated that the Philadelphia & Erie Co. wil] settle 
with this company for the amount due for advances made to 
pay interest, by the issue of $1,500,000 new 4!¢ per cent. 
debentures. is will take up the coupons which the Penn- 
sylvania Railroad Co. has bought and now holds. 


Philadelphia & Reading.—The Receivers have made 
arrangements with Drexel & Co. to purchase the coupons of 
the consolidated bonds which will mature June 1, the ad- 
vance so made to be repaid as soon as possible out of the earn- 
— of the road. The amount of the interest due June 1 is 

617,575. 

As noted elsewhere, the Central Railroad Co. of New Jer- 
sey will begin proceedings to recover its road from this com- 
any on the ground that the provisions of the lease have not 
»een complied with. 

The Receivers’ statements give the following figures for the 
earnings of the railroad for April and the five months from 
Dee. 1 to April 30: 


$5,389,572 








——-—April. -—— -——Five months. — 

1885. 4 1885. 1 ; 
Earnings ...... $2.343,9°3 $2,855,673 $10.220,049 $11,529,602 
Expenses ...... 1,392,655 1,541,517 6,476,690 7,234,051 











Net earnings. 951.318 $1,304.161 $3,743,259 $4,305,551 

A note from the Receivers says: ‘‘ By a change in the 
manner of keeping accounts, divers sums which, under the 
former system would have gone to capital account, have this 
year been included in current expenses, thus swelling to that 
extent this apparent falling off in net revenue.” 

The traffic reported is as follows: 








— April. _ ——-Five months —-— 
1885. 1884. 1885. 1884. 
Passengers. .....1,879,532 1,985,940 8,516,105 9,040,306 
Tons merchan- 
dise... ....... 691,910 852,720 2,967,900 3,566 622 
Tons coal _......1,018,652 1,133,271 4,141,506 4.116,011 
Coal on colliers.. 43,292 43,4U6 218,436 211,216 


‘Lhe statement for the Philadelphia & Reading Coal & Iron 
Co. is as follows : 


-—_- ——-— ——-Five months- —— 

1885. 1885. 1884. 
Earnings...... $1.779,969 $1.238,079 5.123,669  $5,198.798 
Expenses...... 1,144,758 1,131,289 3,200 5.495.762 





Netordef... N.$35.211 N.$106.790 D.$129,531 D.$296,964 

In April this company showed some net earnings for the 
first time in nearly a year. The coal mined from its lands 
was: 








— April. —----- -—--Five months.—-— 

1885. 1884 1885. 1884. 
By Coal & Iron Co..415,551 468.412 1,645,479 1,431,902 
By tenants ... ..... 64,498 54,821 269,853 298,644 
Total. ..... ..480,C49 523,233 1,915,332 ‘1,830,546 


The joint net earnings of the two companies compare as 
follows : 
-—-—— - April. —--— -——-Five months.-—- 
1885 84 885 1884. 
$3,743,259 $4,305 551 
* 129,531 * 296,964 


$3,615,728 $4,008.587 


>. 1884. 
Railroad Co...... $95L.418 $1.394,161 
Coal & Iron Co... 35,211 106,790 


TOE 50 sionssls onc $986,529 $1,410,951 


* Deficit. 

Decrease for the month, $424,422, or 30.1 per cent.; for 
the year, $394,859, or 9.8 per cent. As the expenses do pot 
include any charges for interest or rentals, the net earnings 
—— amounts from which all such payments must be 
made, 


Pittsburgh & Northwestern. — The Pittsburgh 
Chron a of May 23 says: ‘‘ The engineer corps of 
the Pittsburgh & Northwestern Railroad, heretofore known 
as the Turtle Creek Valley road, have completed their survey 
to Punxsutawney, a distance of 65 miles from Brinton station, 
on the Pennsylvania Railroad. Within 10 days the construc- 
tion contracts will be let and work commenced. It is estimated 
that the cost of construction will not exceed $17,000 per mile. 
The route has been located by way of Apollo. It will start at 
Brinton and run along the left bank of Turtle Creek, the 
Pennsylvania Railroad being on the right bank, for 5 
miles, passing through the towns of Turtle Creek and 
Walls. At the latter place the line starts northwardly 
to Murraysville ; thence to Nolansburg and North Salem, 
—_ over Burnt Cabin Summit. "rhe valley of the 
3eaver River is then followed to Trees’ Mills. There is where 
the divergence of the two routes occurs. The one to Apollo 
is taken to the northwestward. The line runs due north 
from Apollo along Roaring Run to Shady Plains. From 
there the direction is northeastward to Punxsutawney, pass- 
ing along Crooked Creek and through South Bend to Idaho. 
At the latter place the Saltsburg route comes in after run- 











ning through a tunnel, at Sloan’s Summit, 680 ft. long, 
touching the towns of Loyalhanna, Clarksburg and West 
Lebanon. From Idaho the road goes within half a mile of 
Elderton, thence through Plumville, Georgeville, Davidville, 
Covode, Richmond and Locust Lane to Punxsutawney, where 
a connection with the Rochester & Pittsburg for Buffalo, 
Rochester and a connection with the New York, Lake Erie 
& Western system through the Rochester & Pittsburgh at 
Ridgeway are formed.” 


Port Jervis & Monticello.—Some time ago a former 
employé of this road secured a judgment of $7,000 against 
the company for personal damages, and under this judgment 
the rolling stock was attached. To prevent embarrassment 
application was made by parties friendly to the company for 
the appointment of a receiver, and Mr. F. J. De Peyster, 
President of the company, was appointed temporary Receiver 
by Judge Dykman of the Supreme Court. st week appli- 
cation was made to Judge Dykman to make Mr. De Peyster’s 
appointment permanent, and on May 23 he granted the order 
asked. About the same time application was made by credi- 
tors of the company to Judge Brown, also of the Supreme 
Court of Newburg, to have a receiver appointed in their in- 
terest, and they asked the Court to appoint some one not con- 
nected with the management of the ew Judge Brown 

ranted this order andon May 23 appointed William H. Clark 

eceiver of the road. Receiver De Peyster is in possession of 
the road and intends to hold it under Judge Dykman’s order, 
and considerable litigation is likely to result. 


Quincy, Missouri & Pacific.—This company, whose 
road was until recently a part of the Wabash system, has 
made an offer to extend its line from the present terminus at 
Trenton, Mo., to St. Joseph. Some aid is asked from the 
places along the line, and the people of St. Joseph are asked 
to contribute $50,000 for the purchase of right of way and 
station grounds in the city. It is understood that the Chi- 
cago, Rock Island & Pacific Co. will assist in building the 
extension and that probably part of the track of that road 
will be used as part of the extension. 


Richmond & Alleghany.—The two reorganization 
committees of this company have adjusted their differences 
and have united in one joint committee for the purpose of 
earrying out the plan presented Jan. 15, 1885. Prenels O. 
French has been added to the committee, which now stands 
as follows: Erwin Davis, James B. Colgate, John J. McCook, 
George F. Baker, James T. Closson, Smith Clift, Charles M. 
Fry, J. Kennedy Tod and F. O. French. This committee 
represents three-fourths of the bonded indebtedness of the 
company, the two committees having obtained the signatures 
of $4,000,000 first mortgage bonds, $2,900,000 second mort- 
gage bonds, and a majority of the floating debt. It is 
believed that the provisions of the plan will be carried out, 
with the additional agreement that the form of the new 
$5,000,000 mortgage and the selection of trustees shall be 
determined by a unanimous vote of the new committee. This 
last provision is desigued to secure the rigkts of the first- 
mortgage bondholders. A call for the deposit of securities 
with the Mercantile Trust Co., of New York, has been issued 
by the new committee. 

St. Louis & Emporia.—tTrack is reported laid on this 
new road from Pleasanton, Kan., on the Kansas City, Fort 
Scott & Gulf, westward to Mound City, 7 miles. Work is 
progressing on the grading from Mound City to Colony. 


San Antonio & Aransas Pass.— Work on the grading 
of this road has been begun and a considerable force of 
laborers have been puton the grading of the section of 20 
miles for which a contract has been let. Contracts for ad- 
ditional sections will be let shortly. 

Scioto Valley.—The committee equated by holders 
of first-mortgage bonds to consider and advise a course of 
action on the part of the bondholders have issued a circular. 
It is stated that the 98 miles of road {from Co- 
lumbus to Portsmouth has an excellent local traffic of 
both freight and passengers, and if property managed 
can easily earn the interest on the bonds. The com- 
mittee urges the bondholders not to consent to 
merge their first lien with either the second, the con- 
solidated, or the floating debt, nor to consent to reduce their 
rate of interest until satisfactory proof is obtained that such 
a course is absolutely necessary. The Trustee of the first 
mortgage has been requested to take no steps toward fore- 
closure without notice to the committee. Holders of the 
bonds are asked to send word to the committee of how they 
collected their last July and January coupons. The members 
of the committee are J. L. Robertson, Thomas D. Robinson, 
C. W. Opdyke, L. W. Binsse, Henry T. Chittenden. 


Seattle, Lake Shore & Eastern.—This company has 
filed articles of incorporation to build arailroad from Seattle, 
Wash. Ter., to Walla Walla and Spokane Falls, Idaho. It is 
a revival of an old project. The company expects to begin 
work shortly and build some 10 miles of road from Seattle to 
Lake Washington this year. 

Securities on the New York Stock Exchange.— 
The Governing Committee has placed the following securities 
on the lists : 

Chesapeake & Ohio, $607,350 additional second-preferred 
stock, issued for coupons. e 

Louisville & Nashville, $2,000,000 additional 10-40 ad- 
justment bonds. 

Metropolitan Elevated, $1,000,000 additional second- 
mortgage bonds ; total now listed, $4,000,000. 

St. Paul, Minneapolis & Manitoba, $1,068,000 first con- 
solidated 6s ; total listed, $13,044,000. 


Silver Springs, %cala & Gulf.—Work on this Florida 
road will be commenced next month, and it is the intention 
of the company to push it forward as rapidly as possible. 


Sinnemahoning Valley.—A contract has been let to 
Craigie & McMurtry, of Buffalo, N. Y., for building a sec- 
tion of 7 miles of this road, starting from Keating Summit, 
Pa., on the Buffalo, New York & Philadelphia road. This 
section is to be completed ready for trains within 60 days and 
a large force will be put to work at once. 


Southern Maryland.—The Central Trust Co. of New 
York, trustee of the mortgage of 1881 for $1,600,000, has 
begun a foreclosure suit and oumiee for a receiver. The 
road was intended to run from Washington to Point Look- 
out, Md., 77 miles. It is completed from Brandywine, Md., 
on the Baltimore & Potomac, to Mechanicsville, 20 miles. 


Tavares, Brooksville & Gulf.—This company was 
recently organized at Tavares. Fla., and at their first meeting 
the stockholders resolved to have a survey of the line from 
Tavares to Claremont, 15 miles, made immediately, and they 
also resolved to issue bonds at the rate of $8,000 per mile, 


Toledo, Cincinnati & St. Louis.—A meeting of the 
old board of directors was held in Boston, May 26. This 
board voted that the proceedings of the stockholders’ meeting 
held recently in T wed were unauthorized and illegal, an 
that the directors claiming to be then chosen had no authority 
to act for the company. The board also resolved that pro- 
ceedings in quo warranto be begun in the Ohio courts to 
nullify the action of this meeting, and the directors resolved 
that they would hold on to their offices until a new board 
shall have been elected in proper and legal form. 





Union Pacific.—A circular in the form of a petition to 
the directors has been handed around for the signatures of 
stockholders. The signers of the petition express their belief 
that the company is perfectly able to place its stock ona 
dividend basis, ‘‘ it having been clearly proved that the road 
could earn 6 per cent. on its capital during a period of unpre- 
cedented depression in railway traffic.” It is suggested that 
the directors offer to the stockholders at a fair price the 
Kansas Pacific consolidated, the Oregon Short Line 6s and 
the St. Joseph & Western bonds as a means of extinguishing 
the floating debt. 

In reply to this circular letter, to which signatures were in- 
vited, the income bondholders of the Kansas Pacific Railroad 
sent a letter to the Union Pacific board protesting against 
any payment of floating debt or dividends until the overdue 
interest on the income bonds should have been paid. The 
bondholders refer to their long waiting, to the alleged violation 
of their trusts by Russell Sage and Jay Gould, as trustees of 
the general mortgage bonds, and to the continued withdrawal 
of securities from the trust. The petition concludes in these 
words: ‘* We doubt not that your board will concede the 
injustice which has been done to us in every direction, and 
will not permit itself to be prevailed upon by designing 
parties seeking to create a temporary price for the stock 
without regard to just liabilities.” 

The land sales for April were 156,975 acres, for $491,049. 
For the four months to April 30 the sales were: 





Acres. Amount. 

MIN i ic ac.coeccaed pas bivan aoe 187.208 $352,077 
Kansas Division... ---221.916 814,092 
NSS Jia Dib sd cuenciotenu wie ti cana 409. 124 $1.146,169 


For the corresponding period in 1884 the total sales were 
986,788 acres, for $2,640,737, those sales including several 
large tracts. 


Verdigris Valley, Independence & Western.—This 
company has filed articles of incorporation in Kansas to 
build a railread from Leroy, by way of Independence, to 
Arkansas City, about 275 miles. The office is in Leroy. 


Wabash, St. Louis & Pacific.—The Central Trust 
Co., nominally complainant against the Wabash, St. Louis & 
Pacific in the ‘‘ consolidated cause” pending in the United 
States Circuit Court, filed an intervening petition to have 
about $3,000,000 of Wabash indebtedness declared invalid 
and barred by the statute of limitation. These are the funded 
debt bonds and certificates which, the petitioners say they 
are informed, represent a large amount of coupons, aggre- 
gating nearly $3,000,000, heretofore due on bonds issued by 
the various corporations which have, since issuing the bonds, 
become serpedl in the Wabash Co, These coupons were ex- 
changed first for certificates, and then for funded debt bonds, 
in pursuance of a proposition made by the Wabash in 1877, 
* * * and neither the certificates nor the bonds issued in 
lieu of the coupons were secured by mortgage. The inter- 
venors ask the Court to determine if the statute of limitation 
does not run against the detached coupons; if the funded 
debt bonds and certificates are not, in fact, unsecured by any 
lien upon the railroad property, and if those claims do not 
rank as claims inferior in right to the general mortgage. 

Another branch has been taken off by an order made in the 
United States Court at Springfield, Ill., appointing A. J. 
Thomas, of New York, Receiver of the Champaign, Havana 
& Western Railroad, which is commonly known as the. 
Havana branch of the Wabash, St. Louis & Pacific Railway 

An important section of the road will also be taken off by an 
order made by the Court remitting the Toledo, Peoria & 
Western road to the trustees under the mortgages on that 
line, who have begun suits in foreclosure. 

The Havana, Rantoul & Eastern road, for some time past 
a division of this company’s system, has been transferred by 
order of the court to the trustees under its first mortgage, who 
have brought suit for a foreclosure of the mortgage. This 
— extends from West Lebanon, Ind., to Leroy, IL, 76 
miles. 

The St. Louis Republican of May 20 says: ‘* The Wabash 
Receivers yesterday filed their quarterly report of the earn- 
ings and expenses of the leased lines of the system from 
Dec. 1, 1884, to Feb. 28, 1885. The following figures show 
the excess of expenses over earnings for the quarter, and the 
excess of expenses over earnings, not including rental and 
interest, for the nine months of the receivership: 

“St. Joseph & St. Louis, for quarter, $10,787; for nine 
months, $62,901. St. Louis, Ottumwa & Cedar Rapids, 
$6,134; $19,140. Council Bluffs & St. Louis, $8,570 ; $13,- 
859. Clarinda & St. Louis railroad, $2,455; $7,080. Quincy, 
Missouri & Pacific, $10,049; $20,251. Des Moines & St. 
Louis railroad, $16,748 ; $50,256. Des Moines Northwest- 
ern, $7,232; $16,789. Eel River, $13,530; $20,542. 
Champaign, Havana & Western, $5,464 ; $29,634. Missouri, 
Iowa & Nebraska, $14,648 ; $4,454. Cairo Division, $51,- 
530 : $124,824. Attica, Covington & Southern, $1,243: 
$2,993. Peoria, Pekin & Jackson, $16,563; $28,048. Spring- 
gfield & Northwestern, $6,483; $42,243. St. Louis, Jersey- 
ville & Springfield, $7,786; $26,574. Havana, Rantoul & 
Eastern, $2,699; $12,484. Although in the case of no road 
reported on have the earnings exceeded the expenses, includ- 
ing the rentals, yet the income of some divisions has exceeded 
the actual outgo, the interest and rentals being unpaid, as 
see the following: St Louis, Council Bluffs & Omaha, excess 
of earnings over expenses for quarter, $12,492; excess of earn- 
ings over expenses, excluding rental, for nine months, $28,- 
258; Brunswick & Chillicothe, $9,447, $24,114. Centreville, 
Moravia & Albia, $46; $1,908; Detroit, Butler & St. Louis, 
$21,238; $58,702. On the following roads the expenses for 
the quarter have exceeded the earnings for the quarter in the 
sum placed next after the name of the road, while the earnings 
for the nine months of the receivership have exceeded the 
expenses for that period in the second sum_ given: 
Chicago Division, $124,356; $83,951. Indianapolis Division, 
$19,476; $74,798: Toledo, Peoria & Western, $952; 
$97,304. 

‘*Tn the case of the Champaign & Southeastern Railroad, 
the earnings for the quarter exceeded the expenses $86; while 
the expenses for the nine months exceeded the earnings for 
the same period in the sum of $1,959. 

‘* The excess of the expenses over the earnings of the branch 
lines from May 28, 1884, to Feb. 28, 1885, amounts in all to 
$70,749, without including any interests on purchase mort- 
gages, or rentals on leased lines.” 


Wilmington & Weldon.—Notice is given that bids will 
be received until June 10, by F. Gardner. engineer, at_his 
office in Wilmington, N. C., for the masonry of the bridges 
over the Neuse and Cape Fear rivers on this company’s new 
branch from Wilson to Fayetteville. The company is also 
advertising for bids for ties for this road, to be delivered dur- 
ing the coming fall. 

Tt is proposed to build a branch from Halifax, N. C., on 
this road southwest to Ringwood, a distance of about 18 
miles. The branch will be built if the people along the line 
will contribute a reasonable amount toward its construc- 
tion. 


Zanesville, McConnellsville & Pomeroy.—The 
name of this company has been changed to the Chicago, 
Zanesville & Atlantic. The change of name, however, does 





not increase the probability that the road will ever exist any- 
where but on paper. 














